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EXPORTERS, IMPORTERS, 
FORWARDERS : 


and others interested in Germany 
are welcome to the free use of the 
German Railroad Freight Infor- 
mation Office. 





A thoroughly equipped bureau for the dissemination 
of informative data of every conceivable kind on export 
and import freight shipments between the United 
States, Canada, Germany and Central Europe. 


1. Advice, free of charge, is given te shippers and im- 
perters regarding freight traffic and tariffs ef Ger- 
many and all countries adjoining Germany. 


2. Infermation may be applied for free of charge re- 
garding favorable transportation opportunities frem, 
to, and in transit through Germany. 


3. Irregularities in freight traffic with Germany, as far as 
it concerns routes via the German Railroad Company, 
are investigated en application. 


4. Furtherance ef effective mutual traffic connections by 
observation of freight traffic in order to establish 
actual demands. 


While all information is given free of charge, it is 
pointed out again that this bureau does not handle any 
forwarding or shipping, and, therefore, inquirers are un- 
der no obligation whatsoever for any services rendered. 


t@ FREE: New Map of Germany “&] 


WRITE TO 


GERMAN RAILROAD COMPANY 


Freight Information Office 


HANS ENGEL, General Representative 
11 BROADWAY, NEW YORK CITY 


HOW DOES 
YOUR 
COMPETITOR SHIP? 


Sometimes it is difficult to find out. How- 
ever, your shipments must get to their 
destination as fast as his . . . quicker if 
possible. When you ship your goods over 
the short, fast route to and from the Orient 
—via Seattle and American Mail Line Presi- 
dent Liners—you can be sure they will arrive 
in the fastest possible time. A President 


Liner leaves Seattle every alternate Saturday ; 
one arrives in Seattle every alternate Tuesday. 


In addition, a fleet of fast cargo liners with 
regular frequent sailings augments this service 
to Japan, China, Hongkong and the Philippines. 


For information, apply desk No. 6 
21 West Street New York 
1714 Dime Bank Bldg Detroit 
110 So. Dearborn St Chicago 
Union Trust Bldg. Arcade Cleveland 


General Freight Office 
740 Stuart Building Seattle 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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EVERY STEP 
From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 


1. Central Freight Association Docket 
2. Central Freight Association Hearings 
3. Central Freight Association Coal, Coke & Iron Ore Decket 
4. Eastern Commodity Rate Revision Committee Hearings 
5. Illinois Freight Association Docket 
6. National Diversion and Reconsignment Committee Hearings 
7. National Perishable Freight Committee Docket 
8. New England Freight Association Docket 
9. New England Freight Association Hearings 
10. Southern Freight Association Docket 
11. Southern Freight Association Dispositions 
12. Southern Freight Association Coal & Coke Committee Docket 
13. Southern Ports Foreign Freight Committee Docket 
14. Southwestern Freight Bureau Docket 
15. Southwestern Freight Bureau Hearings 
16. Texas-Louisiana Tariff Bureau Docket 
17. Transcontinental Freight Bureau Applications 
18. Transcontinental Freight Bureau Dispositions 
19. Trunk Line Association Docket 
20. Trunk Line Association Hearings 
21. Trunk Line Coal & Coke Committee Docket 
22. Trunk Line Coal & Coke Committee Hearings 
23. Western Trunk Line Docket 
24. Western Trunk Line Hearings 
25. Western Trunk Line Dispositions 
26. Joint Hearings of Rate Committees 
27. Fourth Section Applications 
28. Fourth Section Orders ‘ 
29. Sixth Section Applications 
30. Sixth Section Permissions 
31. New Tariffs and Supplements Filed with the I. C. C. 
32. Tariffs Rejected by the I. C. C. 
33. Investigation and Suspension Orders 
34. Suspension Orders Vacated 
35. Released Rate Orders 
36. Express Tariffs Filed with the I. C. C. 
37. Shipping Board Bureau Tariffs—Intercoastal 
38. Shipping Board Bureau Tariffs—Other than Intercoastal 
39. Shipping Board Bureau Short Notice Applications 
40. Shipping Board Bureau Short Notice Permissions 
41. Shipping Board Bureau Suspension Orders 
12. Shipping Board Bureau Orders Vacating Suspension 
43. Tariffs Returned by the Shipping Board Bureau 
44. Consolidated Classification Docket 
45. Express Classification Docket 
46. Adoption Notices 
47. Address ef Railroads and Steamship Lines Filing First Tariff 
48. Embargo Notices, Modifications and Cancellations 














And similar information with respect to truck 
transportation as soon as the new motor carrier 
regulation law becomes effective. 


Samples and full information free on request 
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Now You Can Ship 
C.O.D. on the ERIE 


@ Now, Erie not only picks up your 
L. C. L. shipments at your door and de- 
livers them direct to the consignees— 
but also will collect for you the money 
value of the shipments—and promptly 
forward it to you. 


The addition of C. O. D. service to 
Erie’s door-to-door pick up and delivery 
gives you the advantage of dealing with 
only one responsible agency for all these 
operations. Erie does the whole job— 
assumes full responsibility throughout. 


Let Erie speed your L. C. L. freight and 
cut your shipping and collection costs. 
Call your Erie representative today. 


sees ee 

































CAR FERRY CAR FERRY CAR FERRY 
“HENRY M. FLAGLER” “JOSEPH R. PARROTT” “ESTRADA PALMA” 


waaissie:) SERVICE RESUMED 
, 1 ie 4 ST. AUGUSTINE 


Florida East Coast Railway to Port Everglades 
Florida East Coast Car Ferry to Havana, Cuba 















For Rates, Cuban All-Rail Route service, suspended via 
B . paytona seach Key West account hurricane damage to line on 

ookings and the Florida Keys, will be resumed with sailing 
Information 


OCTOBER 3ist, 1935 
From PORT EVERGLADES, FLORIDA 
(Post Office Address, Ft. Lauderdale, Fia.) 


address 





S. T. Suratt, Jr., Gen. Agt. 
1822 Equitable Bld¢g., 
NEW YORK, N. Y. 


The same fast, time-saving schedules, formerly applying 
via Key West, will be maintained via Port Everglades. 
Cars from Jacksonville will arrive Port Everglades mid- 
night same day, for car ferry sailing following noon. 


MINIMUM TWO SAILINGS PER WEEK 
Proposed Sailing Days 


Southbound 
Leave Port Everglades Mon. and Thurs. . 12:00 noon 
Arrive Havana, Cuba Tues. and Fri. . . . 6:00am 
Northbound 
Leave Havana, Cuba Tues. and Fri. . . . 2:00pm 
Arrive Port Everglades Wed. and Sat. . . . 8:00am 


~ PORT 
SEVERGLADES 


(Post Office: Ft. Lauderdale) 

















Edward Ottsen, Gen. Agt., 
2085 Railway Exchange Bldg. 
ST. LOUIS, MO. 


Duncan Haigler, Com’! Agt., 
1403 Healey Bldg., 
ATLANTA, GA. 


W. S. Loudermilk, G. T. A., 
Espigon del Arsenal 
HAVANA, CUBA 








H. E. C. Hawkins, 
Chief Freight Traffic Officer, 
ST. AUGUSTINE, FLA, 


Port Everglades, situated on the double track main line 
of the Florida East Coast Railway, 22 miles north of 
Miami, is the deepest harbor on the coast between 


@eeee Indicotes service south of 
Florida City indefinitely suspended. 


Norfolk and New Orleans. Government maintained it 

KEY WEST al F. cost over $4,000,000 to construct. Distance from the 
Gsrxwet ferry slip to sea buoy and ship lane is only one and one- 

eighth miles. Time in transit from Port Everglades to 

ae Havana, Cuba, is only 18 hours. Splendid icing service 


ae 


is available. 


Appreciating past favors, we solicit your continued patronage. 





FLORIDA EAST COAST RAILWAY 
| FLORIDA EAST COAST CAR FERRY CO. 


FLAGLER SYSTEM 
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Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





TRAFFIC AS A PROFESSION 


S pointed out elsewhere in our news columns, there 
is a movement on foot, through a committee of the 

Associated Traffic Clubs of America, looking toward the 
professionalization of the traffic business. Though the 
matter is still in the deliberative stage, the directors of 
the association having gone no farther than to authorize 
the executive committee to ascertain the attitude of other 
organizations toward possible cooperation, the commit- 
tee has set up a definite plan for “The American Institute 
of Traffic Management.” 

There are several aspects of the proposal that may 
and should be considered. Is there good reason for such 
an institute? Is the Associated Traffic Clubs of Amer- 
ica the proper organization to sponsor it? Is the specific 
plan suggested the best that could bé devised? We think 
the first of these three questions should be answered first, 
and then, if the preponderant opinion of those concerned 
favors such a movement, definite plans can be considered 
later. 
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What would be the advantages of such an institute? 
Manifestly, if it so operated as merely to enable non- 
competents to obtain high-sounding titles after their 
names in the way, for instance, that a host of rate clerks 
and others who never have practiced before the Inter- 
state Commerce Commission, never will practice before 
it, and would not know how to proceed if they attempted 
to practice before it or anywhere else, have been enabled 
to annex the title, “Practitioner Before the I. C. C.,” it 
would be an empty thing, and so not worth while. Neither 
would it be justified if it operated to damage the standing 
of traffic men who are able and hard-working but who 
might not be able to fulfill some of the scholastic re- 
quirements. But if it operated, without injustice, to 
raise the standard of traffic management and to help 
aspiring young persons to attain their goal in this “pro- 
fession,” it might be very much worth while. With that 
“if” answered in the affirmative, the question would then 
become one of proper sponsorship and adequate machin- 
ery. 

We should like to have some discussion of the sub- 
ject by our readers. Most of them would beaffected in 
one way or another by the plan, if it were put into effect, 
and, certainly, no one is better able to judge of its prac- 
tical results. 


A. A. R. DISTRICT OFFICES 


OR, the reason that the Association of American Rail- 

roads has been so reticent in the matter of its plan 
to abolish the district managers of its car service division, 
both as to the details of the proposal and as to the reasons 
for it, it is difficult to discuss the subject intelligently. 
However, there are two phases of it or two points of view 
from which it ought to be considered. One, of course, is 
economy, and we would be the last to oppose an economy 
move on the part of the railroads, if at all justified. The 
second is the question as to whether, in effecting the 
economy, the railroads would not be curtailing service 
to an unwarranted degree—and service, perhaps, should 
include the matter of public relations as established 
through the shippers’ regional advisory boards, for, in our 
opinion, there is little doubt but that, if the district 
offices were abolished, the boards would also go out of 
existence. The two were established simultaneously as 
parts of the same scheme; without the boards there 
would, probably, be little justification for the district 
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managers, and without the district managers there would 
be little hope that the boards would continue to function. 

Shippers, as represented in the regional advisory 
boards, are pretty generally—perhaps unanimously—op- 
posing the proposed change. Their opposition, just be- 
cause it is opposition, ought not to control, of course, for 
shippers, being human, even though agreeing that there 
ought to be more economy in railroad operation, are dis- 
posed to dissent when some of their privileges are cut off. 
But they point out—at least some of them do—that the 
district managers are even more important in the scheme 
of things than the regional boards themselves; they look 
to the district managers in their territories for proper 
correlation of the activities of the various competing rail- 
roads, for protection from abuses of certain types of equip- 
ment due to the desire of the individual railroads to hold 
down their operating costs, and, in general, for the 
proper and wise adjustment of many questions that can 
be taken care of by these district managers who, though 
they have no absolute authority, can and do, through the 
exercise of a little diplomacy from the point of view of 
the general good, get things done the way they should be 
done to the satisfaction of shippers. 

The idea that the work of the district managers can 
be carried on by the secretaries of the boards, railroad 
employes functioning from their own railroad offices, 
seems to us impossible. The principal value of such an 
officer would disappear if he were the employe of a par- 
ticular railroad, on its pay roll, and working in its office. 
That seems to us fundamental. 

So the question is not an easy one. Certainly, in dis- 
cussing it, one needs more information from the Associa- 
tion of American Railroads as to reasons and substitute 
plans. Perhaps the economy is warranted and perhaps 
it is time for the advisory boards to go. Certainly, they 
have not been permitted to exert the influence they might 
exert, for the reason that there is no well organized plan 
for giving to the public the things of interest that take 
place at their meetings. Estimates of car loadings in the 
various territories are about the only things that per- 
colate to the public through the press, except, on occa- 
sion, through the good offices and thoughtfulness of some 
one in attendance who acts on his own volition. Much 
could be done by and through the boards if there were 
some organized service of the kind we are suggesting— 
and that we have suggested often in times past. 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended October 19 totaleq 
732,947 cars, a decrease of 1,327, or two-tenths of one per cent, 
from the preceding week, but an increase of 92,220, or 14.4 pe 
cent, over the corresponding week last year and 75,942 over 
the corresponding week in 1933. Miscellaneous freight totaleq 
297,833 cars; merchandise, less than carload, 166,488; coal, 
138,433; grain and products, 36,118; live stock, 22,963; forest 
products, 31,376; ore, 32,307; coke, 7,427. 

Revenue freight loading the week ended October 12 (see 
Traffic World, Oct. 19) totaled 734,274 cars, 3.9 per cent above 
that of the preceding week, 15.3 per cent above that of the 
corresponding week of 1934 and 9.5 per cent above that of the 
corresponding week in 1933, according to the Association of 
American Railroads. 

All districts reported increases for the week of October 12, 
compared with the corresponding week last year, in the number 
of cars loaded with revenue freight. All districts also reported 
increases compared with the corresponding week in 1933. 

Loading of revenue freight in 1935 compared with the two 
previous years follows: 


1935 1934 1933 

ee a res 2,170,471 2,183,081 1,924,208 
4 WOGESD 10. POUTUREY 2 oicccccccsves 2,325,601 2,314,475 1,970,566 
fo ee aa eee 3,014,609 3,067,612 2,354,521 
Ue eS . eee 2,303,103 2,340,460 2,025,564 
Se emer 2,327,120 2,446,365 2,443,194 
ih fe Oe ree 3,035,153 3,084,630 2,926,247 
SE OE I eck sicacvdiccwesset 2,228,737 2,351,015 2,498,390 
DS WN ER BEE oc isccccccicccccces 3,102,066 3,072,864 3,204,919 
4 weeks in September ............ 2,631,558 2,501,950 2,567,071 
i Se SS reer 706,877 632,406 662,373 
WOO GF GOtOUOr 18 6scceccecicnccs 734,274 636,999 670,680 

ND ho oc ce eee a ewan ett cele 24,579,569 24,631,857 22,947,733 


Revenue freight loading by districts the week ended October 
12 and for the corresponding period last year was reported as 
follows: 

Eastern district: Grain and grain products, 5,725 and 4,777; live 
stock, 1,366 and 2,009; coal, 31,278 and 27,045; coke, 2,294 and 1,421; 
forest products, 1,721 and 1,276; ore, 2,796 and 1,710; merchandise, L. 
C. L., 43,543 and 41,344; miscellaneous, 63,726 and 50,977; total, 1935, 
152,449; 1934, 130,559; 1933, 139,805. 

Allegheny district: Grain and grain products, 3,310 and 2,665; live 
stock, 1,141 and 1,785; coal, 33,064 and 29,138; coke, 3,409 and 1,896; 
forest products, 966 and 894; ore, 6,439 and 2,874; merchandise, L. C. 
L., 31,521 and 29,984; miscellaneous, 53,570 and 42,591; total, 1935, 
133,420; 1934, 111,827; 1933, 125,174. 

Pocahontas district: Grain and grain products, 294 and 268; live 
stock, 381 and 270; coal, 38,985 and 31,883; coke, 656 and 478; forest 
products, 673 and 592; ore, 207 and 108; merchandise, L. C. L., 5,403 
and 5,393; miscellaneous, 6,931 and 5,776; total, 1935, 53,530; 1934, 
44,768; 1933, 46,827. 

Southern district: Grain and grain products, 2,318 and 2,692; live 
stock, 1,363 and 1,303; coal, 17,316 and 14,084; coke, 310 and 496; 
forest products, 9,231 and 5,837; ore, 524 and 325; merchandise, L. C. 
L.., 28,687 and 28,988; miscellaneous, 41,947 and 32,705; total, 1935, 101,- 
696; 1934, 86,430; 1933, 91,308. 

Northwestern district: Grain and grain products, 11,992 and 8,117; 
live stock, 6,506 and 8,360; coal, 9,253 and 5,635; coke, 1,258 and 697; 
forest products, 9,489 and 6,352; ore, 20,614 and 11,623; merchandise, 
L. C. L., 19,300 and 19,656; miscellaneous, 38,291 and 35,135; total, 
1935, 116,703; 1934, 95,575; 1933, 99,687. 

Central Western district: Grain and grain products, 8,775 and 
8,010; live stock, 9,744 and 14,329; coal, 12,724 and 9,427; coke, 180 
and 162; forest products, 6,136 and 4,167; ore, 1,672 and 1,087; mer- 
chandise, L. C. L., 24,688 and 23,916; miscellaneous, 52,977 and 50,069; 
total, 1935, 116,896; 1934, 111,167; 1933, 112,599. 

Southwestern district: Grain and grain products, 4,600 and 4,104; 
live stock, 2,229 and 3,452; coal, 5,294 and 3,300; coke, 170 and 223; 
forest products, 4,188 and 2,804; ore, 280 and 211; merchandise, L. C. 
L., 12,857 and 13,014; miscellaneous, 29,962 and 29,565; total, 1935, 
59,580; 1934, 56,673; 1938, 55,280. 


RAIL FUEL COSTS 

In the eight months ended with August, total cost of coal 
and fuel oil of Class I steam railways, switching and terminal 
companies excluded, for road train and yard switching services, 
amounted to $126,887,489 as against $121,234,399 in the corre- 
sponding period of 1934, according to the monthly statement on 
the subject prepared by the Bureau of Statistics of the Commis- 
sion. For August the cost was $15,075,841 as against $15,087,353 
in August last year. 





Revenue Freight Car Loading—Week Ended Saturday Oct. 12 


Grain and Live 
grain prod. stock Coal 
1935 37,014 22,730 147,914 
OE (Ge OE oa ccsewsdccwces 30,633 31,508 120,512 
28,829 24,555 130,956 
Preceding week Oct. 5.........+ 37,523 19,581 182,521 
Per cent increase over .... ‘ 20.8 22.7 
Per cent decrease under . 27.9 





Per cent increase over Sains 28.4 12.9 
. Per cent decrease under 3 7.4 


1935 1,237,889 535,042 4,732,793 
Cumulative 41 weeks to Oct. 12{ 1934 1,345,808 850,106 4,771,714 
(1933 1,347,890 683,720 4,344,078 
Per cent increase over .......... 
Per cent decrease under . ar 8.0 $7.1 8 
Per cent increase over .......... ; 8.9 
8.2 Rey 





Per cent decrease under 


Per cent to 15 year average 74.1, 


Forest Mdse. 
Coke products Ore L.C.L. Miscellaneous Total 
8,277 32,404 32,532 165,999 287,404 734,274 
5,373 21,922 17,938 162,295 246,818 636,999 
7,037 25,087 33,799 172,080 248,337 670,680 
7,821 31,999 33,395 168,750 279,287 706,877 
54.0 47.8 81.4 2.3 16.4 15.3 
17.6 29.2 15.7 9.5 
a7 3.5 calcd 
262,174 1,079,732 841,751 6,414,622 9,475,566 24,579,569 
271,954 926,869 720,825 6,560,014 9,184,567 24,631,857 
225,677 865,661 646,735 6,687,490 8,146,482 22,947,733 
16.5 16.8 z: 
3.6 2.2 a 
16.2 24.7 30.2 16.3 7.1 
4,1 
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October 26, 1935 


Current Topics in 
Washington 





While the American Federation of Labor 
was holding its convention at Atlantic City 
recently, the White House secretariat per- 
mitted President Roosevelt, fishing in the 
Pacific, to send this radio message to President Green, of the 
federation: 


New Deal in 
Grammar Also? 


I regret exceedingly that circumstances will prevent me from 
attending the fifty-fifth annual convention of the American Federa- 
tion of Labor. I request that you express my regret to the conven- 
tion and that you will convey to them my hope that your meeting 
will be successful and rich in accomplishment. 


“Me from attending,” grates on the ears of many. “My at- 
tending,” in addition to being smoother, has the approval of 
grammarians. 

Marvin McIntyre and “Steve” Early, important members of 
the secretariat, were taught better English than “me attending.” 
From which, it may be suggested, some may argue that there 
is to be also a new deal in grammar—a new deal such as might 
permit Mussolini or Hitler, broadcasting in English, to exclaim: 
“The state! It is me!”—a thing permissible for a Frenchman 
to do, in his own tongue, 





While it is of no meaning whatever, 
it is a fact that the new motor carrier 
act, even as the interstate commerce 
act, is composed of 27 sections. Another 
27 in connection with it that has been 
noticed is that the official printed copy 
of the motor carrier act consists of 27 pages. 

Those who have noted the occurrence of 27 in the two re- 
spects pointed out, also note that, though the motor carrier act, 
in many respects, is patterned after the interstate commerce act, 
in only one instance—in the matter of section numbering—is it 
anything like the older legislation. 

Section 220, of the younger law, deals with the keeping of 
accounts and the making of records and reports, Section 20, of 
the older statute, deals also with accounts, records, and reports. 

The third section of the interstate commerce act, which, in 
railroad regulation terminology means prejudice and perference, 
is section 216 (d) in the motor carrier act. It is impossible to 
imagine that the time will ever come when, in ante room talk, 
the undue prejudice section of the younger enactment will come 
to be called “216 (d).” That’s meaningless. Someone will find a 
better way to refer to it. The chances are that in a short time 
it will become known as the “motor act third section.” 

Depending on how the counting is done, the new law has 
125 or 128 paragraphs. The longest of them is section 201, 
“definitions,” in the matter of subdivisions, thirty in one way of 
counting or thirty-three in another. Section 205, “administra- 
tion,” is the longest in terms of content. Section 201, “short 
title,’ is the shortest. It consists of one sentence of eleven 
words. 


Interstate Commerce 
and Motor Carrier 
Act Resemblances 


What looks like a propaganda 
photograph has made its appear- 
ance in some newspapers. It shows 
a heroic size, retouched picture of 
Mussolini, under which appears his 
: title in Latin “Dux.” The retouch- 
ing of Il Duce gives his face about as mean a look as could be 
imagined, 

That photograph is shown in close proximity, seemingly, to 
that of a crucifix, the picture of the man in one angle of a build- 
ing with the back of the head to the face of Jesus on the cross, 
as if the Italian leader were contemptuous of the crucifix, the 
latter evidently part of a wayside shrine. 

Possibly only the man who knows how easy it is to “fake” 
Photographs would notice that the picture of the dictator has 
for its background fifteen or sixteen courses of brick, while the 
background of the crucifix shows about eight courses of brick or 
stone. If the background of the crucifix is brick, then it is a 
very small one, probably about four or five feet from the ground, 
while the picture of the dictator, a large one, must be fifteen 
or twenty feet from the ground, so that the beholder obtains 
a proper perspective. 


And Not the Least 
of Them Is the 
Photograph Propagandist 
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Yet the thing printed in the newspaper gives the ordinary 
observer the impression of the dictator’s picture being put up 
close to the crucifix as if intended to convey the idea that those 
responsible for the posting of the picture of the ruler had a 
contempt for the symbol of the faith of an overwhelming majority 
of the italian people and millions of non-Italians. 





If the farmers who are reporters as to 
crops for the Department of Agriculture are 
accurate, the number of farm bred turkeys 
on the market this fall will be about 13 per 
cent less than last year. The crop reporters 
told about their own flocks. From these 
reports the Bureau of Agricultural Economics made figures that 
produce such melancholy thoughts. 

But there is an element of cheer in the situation. From 
reports concerning the large commercial flocks, it appears in 
the aggregate that there is little reduction in that source of 
supply. Another element of cheer is to be noted in the fact 
that the promise is that the birds sent to market this year will 
be considerably heavier than those of 1934. 

The decrease in the tonnage of turkeys, according to the 
sharps in the Department of Agriculture, may not be nearly so 
great as the decrease in numbers. That fact, they say, is im- 
portant in considering the relation of supply and demand in the 
case of hotels and restaurants, where the demand expresses 
itself in pounds rather than in numbers. 

If the proportion of heavy birds marketed this year is un- 
usually large, declare the agricultural experts, it is to be 
expected that smaller birds for household use will command a 
premium in the price by the pound over that paid for heavier 
birds, 

That is the fly in the gravy. The man who has a family 
that desires to eat at home is to be the goat. Somebody should 
organize such men and put in a demand for relief payments 
large enough to enable them to have turkey at home without 
having to stand the strain of the expected premium. That would 
be doing no more than “social justice.’ No man should be 
forced to suffer because the farmers were too busy listening to 
enlightening talk on “social justice’ to raise the usual number 
of ordinary sized turkeys. 


Farm Flocks of 
Turkeys Also In 
a Depression 





Twenty-five years from now, assuming 
Troubles that immigration laws remain unchanged 
and the size of American families does not 
grow, the population of the United States 
will be stable. There will then be twice as 
many persons 60 years old or more than 
there are now. The Townsend plan of $200 a month for every- 
body 60 years or more old will have to work twice as hard as it 
would now, if burdens increased only in the same measure— 
namely, doubling. 

The discovery, prediction, or whatever it may be called, was 
made by the National Resources Committee, the body that has 
made reports telling Americans what to do with their rivers, 
soil, and other resources, aided and abetted by state planning 
boards and the Scripps Foundation for Research in Population 
Problems. 

And when that day comes there will be more troubles. The 
Kansas Planning Board points out, according to the National 
Resources Committee, that a stationary population means that 
it will be necessary to raise the standards of living in order to 
create hew markets and “establish a more secure social future.” 

All of which is discouraging. The prophets that have had 
the center of the stage talking about “social justice,” redistribu- 
tion of wealth, social security, and other desirable things gave 
the impression that, by legislation, all things would be appro- 
priately mended long before 1960. And here comes along an- 
other herd of wise ones to assure the man who is trying to lay 
up 30 cents for a rainy day that his last estate will be worse than 
his first, counting the present as the first. What an increase in 
the indigo crop there should be! 


a Quarter 
Century Hence 





Soon there will be no joy in life. 
There is to be a universal language for 
the world’s weathermen— American, 
European, Asian, African, and Australian, 
the latter, presumably, to include the 
Australasian. 

The glad news was brought to this country by W. R. Gregg, 
chief of our own weather service. Spending our good money 
in the fair land of Poland—Warsaw was the place—Mr. Gregg 
attended an international congress of the weatherwise. 

Instead of using words, the reporters of the weather are to 
use figures. 4-11-44 will mean “fair and warmer” or something 
like that. Ships, it seems, have been using figures in reporting 
weather conditions from the face of the deep waters. But the 
land lubbers have been reluctant to trust themselves with figures. 


And Now Weather 
Reports Are to 
be Goose-Stepped 
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But, henceforth, if things go well, the land men will grow 
webfeet and use figures and symbols instead of words. Weather 
maps will look alike the world over—as soon, said Mr. Gregg, as 
the international symbols adopted by the Warsaw conference are 
universally accepted. A black dot on a map then will mean a 
light rain or drizzle, a star will mean a light snow, and a plain 
circle will mean a clear, cloudless sky, no matter where one may 
look at a weather map. Glory be, then the world will be saved, 
so far as the weather man is concerned!—A. E. H. 


PELLEY ON RAIL ECONOMIES 


J. J. Pelley, president of the Association of American Rail- 
roads, October 24 told the transportation conference, Associated 
Industries of Massachusetts, meeting in Boston, Mass., that there 
had been a distinct improvement in business conditions in the 
past two months. 


“This is shown,” said Mr. Pelley, “by the loading of revenue 
freight which constitutes one of the best barometers as to busi- 
ness conditions that can be found. Since the middle of August 
the loading of revenue freight has each week exceeded the 
corresponding week last year except in one when there was a 
decrease in coal traffic due to the strike of bituminous miners. 
The best information obtainable indicates that this improvement 
will continue for the remainder of this year at least. The 
recent increase in freight traffic is the most encouraging of any- 
thing that we have had since the depression got fully under way. 


“With this continued increase in traffic and by reason of 
the great reductions in car ownership that the railroads have 
brought about through the retirement of old and obsolete equip- 
ment will necessitate the rail carriers again going into the mar- 
ket for the buying of materials and supplies with an appreciable 
increase in business. One of the greatest boons to industry 
today would be a stimulation in the activity of the heavy in- 
dustries. An increase of 25 per cent in freight traffic alone 
would undoubtedly necessitate the purchase of additional equip- 
ment to the benefit of all industry having to do with supplying 
such equipment.” . 


Referring to the Association of American Railroads, Mr. 
Pelley said it was formed by the consolidation “of a number of 
railroad organizations under a plan giving wide power to the 
association to do everything for the industry that could be done 
within the industry itself. 


“‘The main purposes of the organization were to form a 
more perfect union between the railroads in relation to all 
matters of mutual interest, including questions of duplication 
and unnecessary service, coordination of terminals where the 
possible economies would justify such action, review and re- 
consideration of practices of various kinds that do or are likely 
to add unnecessarily to transportation expenses. 


“In the year this association has been in existence, progress 
has been made in bringing about improvements in railroad 
operations and many others are under consideration and study. 
Even before the enactment of a law creating the office of Fed- 
eral Coordinator of Transportation, the railroads were alert to 
the possibility of bringing about savings by improvements in 
terminals and a great deal had been done in that direction. 
In the matter of coordination of joint terminals, studies involv- 
ing 5,117 cases have been made for the purpose of determining 
whether possible economies would justify such action. In 98 
cases plans have been put into effect involving savings by ap- 
proximately $2,000,000 annually. In 719 cases, involving savings 
of approximately $19,000,000 annually, action has been deferred 
because of that section in the coordinator act which restricts 
the railroads in the matter of reducing employment. In the 
case of 71 other projects final action has been postponed on 
account of large capital expenditures which would be involved, 
while in 4,174 cases action has been dropped entirely because 
studies showed that coordination or unification would bring 
about no economy. There are 55 other cases upon which studies 
are now pending. 


“There is no question but that the inclusion of the labor 
provisions in the coordinator act prevents the unification of 
many terminals with possible savings variously estimated from 
twenty to fifty million dollars annually. Regardless of this 
stumbling block, however, the question is under study by the 
railroads and we believe that regardless of the obstacles much 
will be accomplished in that direction. 

“Through the action of the Association of American Rail- 
roads, a plan was placed into effect on May 1 this year which 
set up an ‘average’ plan of settlement for the use of box cars 
as between all railroads. Under this plan, each railroad, in 
settling balances due other railroads for the use of box cars, 
computes the amount due on the basis of monthly averages 
rather than for the actual number of days such car is held. 
This plan has brought about gratifying results so far and con- 
servative estimates indicate that an annual savings equal pos- 
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sibly to $10,000,000 per year will be realized from it by the raj. 
roads of this country. 

“It is impossible for me to relate to you at this time 4qlj 
the details of the work that is being undertaken by the Aggp. 
ciation of American Railroads through its various departments, 
Progress has been made in many directions, however, which 
eventually will result in financial savings to the railroads. 

“Great strides forward have been made by the railroads of 
this country since 1920 in the matter of economy in operation, 
This can best be realized by the fact that had freight traffic jn 
1934 been moved by the same unit cost of operating expense 
as prevailed in 1920, it would have cost the public over a bj. 
lion dollars more than it did to have moved the 1934 freight 
traffic. Applying it alone to freight transportation expenses, 
which possibly is a better measure of the actual economy that 
has been effected during this period, we find that had the 192) 
unit cost for freight transportation been the same in 1934, jt 
would have cost approximately $594,000,000 more than it did 
cost to have moved the 1934 traffic. 

“These economies in transportation are very largely the 
result of the money spent by the railroads for improvements, 
particularly from 1923 up to and including 1930. The oppor. 
tunity for further reduction in operating expenses still exists, 
possibly not to the extent that it has in the past ten years, but 
I know of no railroad today but that would spend money for 
improvements that would yield a handsome return if its finan. 
cial condition was such as to justify these expenditures. 

“Not only have the railroads made wonderful improvements 
in the matter of transporting freight but they also can be justly 
proud of their safety record in the matter of transporting pas. 
sengers. In the first six months of 1935 no passenger was 
killed in a train accident on the steam railroads, despite the 
fact the volume of passenger traffic was the largest since the 
corresponding period in 1931 and aggregated 8,600,000,000 pas. 
senger miles. This was the third time within the past four 
years that the steam railroads have had a perfect record with 
regard to passenger fatalities in train accidents in the first 
half of the year. Statistics show that in 1933 there was one 
fatality on the highways for each 20,000,000 passenger miles 
and on the airways one fatality for each 24,000,000 passenger 
miles. In 1934 the railroads had one fatality for each 650,000,000 
passenger miles.” 

Mr. Pelley said that one of the problems with which the 
railroads were confronted today, in the states and also in the 
federal congress, was a demand of labor for a six-hour day, 
full crew laws, length of train limitations and other legislation 
advocated under the guise of bringing about increased safety in 
railroad operation. The record of the railroads, Mr. Pelley said, 
clearly proved that there was no justification for the imposition 
of such laws, adding that on the basis of the 1930 traffic, had 
all of these proposals been enacted into law the cost of operat- 
ing the railroads would have been increased by one billion dol- 
lars a year. 

“Every citizen of this country,” said he, “has an interest in 
this question, as these laws would add unnecessarily to trans- 
portation expense. The real salvation of the railroads rests 
upon their ability to continue to reduce their-.costs of transpor- 
tation as they have in the past decade, in order that there may 
be held on the rails all of that traffic that rightfully belongs 
thereon. This reduction in transportation cost is likewise in the 
interest of labor, as well as the railroads themselves and the 
shippers. The restoring of traffic to the rails by reduced trans- 
portation costs will provide more employment for railroad labor 
than could be accomplished in any other way. 

“With the investment today in transportation of between 
sixty and seventy billions of dollars, this country is now con- 
fronted with a very expanded transportation machine, due in 
very large measure to a lack of transportation policy on the 
part of the government. A law providing for federal regula- 
tion of motor buses and trucks was enacted at the last session 
of Congress. If this can be followed with regulation of water 
carriers by the Interstate Commerce. Commission, then both 
motor and water transportation can be placed on a more nearly 
competitive position with the railroads. The motor carrier act 
does not carry any fourth section and the railroads will not be 
on a fair competitive basis with the trucks until they are re 
lieved of that strait-jacket. This is proposed in the Petten- 
gill bill, which has had the endorsement of the House interstate 
and foreign commerce committee and will be one of the pending 
pieces of legislation before the House of Representatives when 
Congress convenes in January.” 


GRAY TO ADDRESS TRAFFIC LEAGUE 


Carl R. Gray, president, Union Pacific, Omaha, Neb., will 
speak on “Developments in Transportation” at a luncheon 02 
the first day of the meeting of the National Industrial Traffic 
League at the Palmer House, Chicago, November 20. The ex 
ecutive committee of the league will hold a meeting at the 
Palmer House November 18 and 19. 
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Decisions of Interstate Commerce Commission 





EX-RIVER COAL RATE CUT 


N a report on further consideration, written by Commissioner 
] McManamy, the Commission in I. and S. No. 3282, coal, 
bituminous, ex-river, from Colona and Conway, Pa., to Youngs- 
town, O., has modified its findings in the prior report, 197 
L C. C. 617, to the extent necessary to permit the removal of the 
authorized emergency charge of 10 cents a ton of 2,000 pounds, 
which is now added to the 90 cent minimum reasonable rate 
prescribed from Colona and Conway to Youngstown in 197 
1. C. C. 617. The Commission’s order of December 5, 1933, in the 
third ordering paragraph, is modified only in so far as it relates 
to the relationship of ex-river rates on bituminous coal, from 
Colona and Conway, Pa., to Youngstown, O., on the one hand, 
and the rates on like traffic from the Pittsburgh, Freeport, 
Connellsville, and Fairmont districts to the same destination, 
on the other hand. The respondents are authorized to estab- 
lish rates consistent with the findings in the report on not less 
than 10 days’ notice. 

The Pennsylvania, the Pittsburgh & Lake Erie and the Balti- 
more & Ohio, on whose petition the proceeding was reopened for 
further consideration, said that conditions encountered in the 
transportation of coal under the ex-river rate from Colona and 
Conway to Youngstown had materially changed since the hear- 
ings held in Emergency Freight Charges, 1935, 208 I. C. C. 4, 
and that they were threatened with the loss to motor trucks of 
a substantial portion of the tonnage now moving and to be 
moved by their lines from Colona and Conway to Youngstown, 
and that in order to prevent diversion of this traffic to motor 
trucks it would be necessary for them to reduce their charges 
by at least the amount of the emergency charge, 10 cents, and 
to make reduction in their charges for certain accessorial serv- 
ices not in issue in this proceeding or covered by other orders of 
the Commission. At the time the Commission issued its report 
on further consideration it also issued its order reopening the 
case for further consideration. 


POTATOES AND VEGETABLES | 


Truck competitive rates on potatoes and vegetables from 
the west and northwest to the southwest and to parts of the 
southeast having failed to regain traffic, the carriers, by means 
of schedules suspended in I. and S. No. 4081, potatoes and vege- 
tables from west and northwest, will restore the normal basis 
of rates on such traffic as soon as they can get their tariff 
publications ready. The Commission, in the suspension pro- 
ceeding and proceedings joined with it, has found justified 
schedules proposing to, cancel the present temporary rates and 
to establish the normal rates. The order of suspension has 
been set aside as of October 28 and the proceeding discontinued. 

This report also includes No. 17166, Turner-Altus Co. et al. 
vs. A. T. & S. F. et al.; No. 25412, Dawson Produce Co. et al. 
vs. Same; No. 25706, Same vs. Same; No. 26166, Nash-Finch Co. 
et al. vs. Same; No. 26897, The Chamber of Commerce of Greeley, 
Colo., vs. Union Pacific et al.; No. 26899, Board of Railroad 
Commissioners of the State of South Dakota et al. vs. A. T. & 
S. F.; and fourth section application No. 15729. 

_ The normal basis which is to be reestablished is that result- 
ing from the Commission’s decision in No. 17166, Turner-Altus 
Co. vs. A. T. & S. F., 139 I. C. C. 4. The maintenance part of 
the Commission’s order in that case and its orders in No. 25412 
and 25706, Dawson Produce Co. vs. A. T. & S. F., 203 I. C. C. 97, 
and No. 26166, Nash-Finch Co. vs. A. T. & S. F., 203 I. C. C. 287, 
were postponed and those proceedings were included with I. and 
~ No. 4081, the proceedings other than No. 4081 being on further 
earing. 

In the suspension proceeding the railroads proposed to can- 
cel the so-called temporary truck competitive commodity rates, 
voluntarily established by them on and after January 15, 1933, 
on potatoes and vegetables from points in Colorado, Wyoming, 
Utah, Montana, Nevada, Oregon, eastern New Mexico and west- 
ern Nebraska, referred to as the west, to points in the south- 
west and from points in Colorado, Kansas, Missouri and Ne- 
braska, Missouri River cities, and to points in Tennessee, Mis- 
Sissippi and Alabama. They also proposed to cancel the truck 
competitive rates on vegetables from generally the same origin 
territory to points in western trunk line territory; and on pota- 
toes from points in Minnesota, Wisconsin, North Dakota, South 
Dakota, and the upper peninsula of Michigan, called the north- 
West, to points in the southwest. 








The proposal was to reestablish, generally, the rates in 
effect prior to the publication of the temporary or truck com- 
petitive rates. The rates to be displaced were established to 
enable producers from the northwest to compete with eastern 
producers shipping to the southwest by ocean-rail routes through 
the Gulf ports. The temporary rates from the west were es- 
tablished to meet the competition from the east and northwest. 
Those rates were subject to expiration dates which were ex- 
tended from time to time to March 1, 1935, except that the 
rates from the northwest to Oklahoma and Texas were con- 
tinued until March 31, 1935. The suspension order in I. and 8S. 
4081 prevented the expiration of the reduced rates, which 
expiration would have reestablished the prior, or normal, rates. 
On request of the railroads, sixth section authority was given 
permitting the cancellation of the suspended schedules and the 
establishment of a modified adjustment of the suspended rates. 
effective June 10, 1935. 

The cases joined with the suspension proceeding dealt with 
rates in various parts of the territory covered by the schedules 
under suspension. Adjustments were made by the Commission 
by its orders in those cases. 

Protest by the commissions of Colorado, Idaho, North Da- 
kota, Oklahoma and Minnesota and interested shippers caused 
the schedules to be suspended. So as to have the whole matter 
of rates on potatoes and vegetables before it the Commission 
as hereinbefore set forth suspended the maintenance part of 
its order in the Turner-Altus case and its orders in the other 
potato and vegetable cases mentioned. 


According to the Commission’s report the temporary rates 
were not uniform or properly related. They were considerably 
lower, the report said, than the classification and prescribed 
bases and were regarded by the respondents as being unreason- 
ably low. The chaotic condition of the temporary rates from 
all of the origin territories, the Commission said, was recog- 
nized by both respondents and protestants. For example, the 
protestants showed that the temporary rates from Greeley, 
Colo., to Lubbock and Wichita Falls, Tex., were 45 and 66 cents, 
respectively, a spread of 21 cents for a distance of approxi- 
mately 100 miles. The 66 cent rate, it was pointed out, was 
— generally to all the territory east and south of Okla- 

oma. 


It would be noted, said the report, that the proposed rates 
from the Greeley district to points in southern Arkansas, Louisi- 
ana, Mississippi, and Alabama were blanketed at 76 cents, which 
in some instances was as much as 12 cents lower than rates 
in effect prior. to the establishment of the temporary rates. 
However, added the Commission, in some instances the pro- 
posed normal rates were lower than those in effect prior to 
the establishment of the temporary ones, and in other instances 
they were from 1 to 18 cents higher than the present temporary 
rates. The temporary rates from the northwest, the Commission 
said, were not reduced as much as those from the west and 
consequently the proposed normal rates did not reflect as great 
increases. No temporary rates, the report added, were estab- 
lished to points in Kansas, northern Arkansas or northern Okla- 
homa. The temporary rate of 66 cents to practically all of 
Arkansas, Louisiana, Mississippi and Texas, the Commission 
said, was established to meet competition of Maine potatoes to 
this territory by unregulated water and truck routes. 

Idaho, Utah and Wyoming districts opposed the reestablish- 
ment of the normal rates, contending that they were higher than 
maximum and that the traffic at this time could not bear any 
increased rates. Considerable testimony, the Commission said, 
was introduced to show the enormous inroads the motor trucks 
had made on the potato and vegetable traffic from all of the 
producing territories. It was shown that the motor truck traf- 
fic greatly increased in the period of the reduced rates and was 
increasing steadily. 

“‘Respondents state,” says the report, “that these rates 
failed to accomplish the purpose intended inasmuch as the 
movements from the east by water to the Gulf ports and the 
truck movement from the west actually have increased since 
the reduced rates have been in effect. The record supports the 
view that there is no definite assurance that the continuation 
of the reduced rates or an extension of similar rates would 
substantially reduce this competition. The general disruption 
of the prior relation between the west and northwest caused 
by the temporary rates results in general dissatisfaction on the 
part of shippers and jobbers alike. The proposed rates restore 
























PAGE 714 


the prior relation between these producing sections to points in 
the southwest.” 

On further hearing in the Turner-Altus case the finding for 
the future in the original report, 139 I. C. C. 4, concerning rates 
on potatoes from points in Colorado, Idaho, and Utah to points 
in Oklahoma and Texas, and, on further hearing in Nos. 25412 
and 26166, findings for the future in the original reports, 203 
I. C. C. 97 and 203 I. C. C. 237, respeetively, concerning the rates 
on lettuce and mixed vegetables, from Colorado points to points 
in Oklahoma, and the rates on fresh vegetables, including onions 
without tops, from eastern Colorado and origin groups basing 
thereon to points in Oklahoma, have been modified to the extent 
necessary for the establishment of the rates proposed in the 
suspension proceeding. 

No. 26897, Chamber of Commerce of Greeley vs. Union Pa- 
cific, on original hearing, covering rates on potatoes and onions 
from points in Colorado to destinations in western trunk line, 
official, southeastern and southwestern territories and points in 
Nevada, California, Oregon and New Mexico has been dismissed, 
the Commission finding the rates neither unreasonable nor 
otherwise unlawful. 

An order of dismissal has been made on the original hear- 
ing in No. 26899, Board of Railroad Commissioners of the State 
of South Dakota vs. A. T. & S. F. et al., the Commission find- 
ing not unreasonable or otherwise unlawful rates on potatoes 
from points in South Dakota to points in southwestern territory. 


Commissioner Lee, dissenting, in part, concurred except in 
the findings which will permit increased rates on potatoes from 
the Colorado base groups and increases in the vegetable rates. 
He said that because of changed economic and transportation 
conditions, the Commission was not now justified in permitting 
potato rates to be increased to the levels approved in the Turner- 
Altus and other former decisions. He said the record in that 
case was made almost ten years ago. 


ELECTRIC LINES AND LABOR 


The Piedmont & Northern Railway Co., and the Fort Dodge, 
Des Moines & Southern Railroad Co., operated by electric power, 
are subject to provisions of the railway labor act, as amended 
June 21, 1934, according to decisions made by the Commission, 
division 3, and written by Commissioner McManamy, in Railway 
Labor Act Docket No. 4, Piedmont & Northern Railway Co. and 
Railway Labor Act Docket No. 11, Fort Dodge, Des Moines & 
Southern Railroad Co. (see Traffic World, Oct. 19). 

These proceedings were instituted at the request of the 
National Mediation Board to determine whether the carriers were 
exempt from the railway labor act by the proviso to the first 
paragraph of section 1 thereof, which reads as follows: 


Provided, however, That the term “carrier’’ shall not include 
any street, interurban, or suburban electric railway, unless such 
railway is operating as a part of a general steam railroad system 
of transportation, but shall not exclude any part of the general steam 
railroad system of transportation now or hereafter operated by any 
other motive power. The Interstate Commerce Commission is here- 
by authorized and directed upon request of the Mediation Board or 
upon complaint of any party interested to determine after hearing 
whether any line operated by electric power falls within the terms 
of this proviso. 


The electric lines contended they were exempted by the 
provision quoted. Railroad labor organizations, however, op 
posed that contention. 

In the Piedmont & Northern case the Commission said the 
carrier was operated by electric power and was not owned or 
controlled by any steam railroad. There was no question, it 
said, that the P. & N. was a carrier by railroad subject to the 
interstate commerce act, except such sections thereof as con- 
tained exemptions somewhat similar to that here under con- 
sideration. 

The Commission said the P. & N. owned 17 electric locomo- 
tives, and 286 freight cars without electric equipment of which 
approximately 90 per cent were interchangeable with the steam 
railroads. Some of the passengr cars owned were self-propelled 
while others were trailers, said the report, which added that the 
locomotives and self-propelled passenger cars were not inter- 
changeable for service on the steam railroads. Interchange con- 
nections are maintained between the P. & N. and seven other 
railroads at nine points. 

The Commission said the P. & N. relied on a decision of 
the former Railroad Labor Board of December 11, 1920, under 
the labor provisions of the transportation act, 1920. Section 300 
(1) thereof in defining the term “carrier” excepted “a street, 
interurban, or suburban electric railway not operating as a part 
of a general steam railroad system of transportation.” The 
labor board held that the P. & N. and 10 other electric railways 
were exempted from its jurisdiction by that provision. However, 
said the Commission, that decision had not been followed by it 
in dealing with the status" of the same electric railways under 
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similar exemption provisions in other acts, and in its opiniop 
it was not controlling here. 

The Commission then referred to Construction by Piedmont 
& Northern Railway, 138 I. C. C. 363, 372, decided April 3, 1928, 
in which the Commission held that the P. & N., as proposed to be 
extended, would be a commercial railroad operated by electricity 
and not an electric interurban line within the meaning of para. 
graph (22) of section 1. In Piedmont & Northern Railway ys, 
Interstate Commerce Commission, 286 U. S. 299, decided May 1, 
1932, the Supreme Court of the United States, said the Commis. 
sion, also reached the conclusion that the carrier was not ap 
interurban within the meaning of section 1 (22) of the inter. 
state commerce act. ; 

“The matters relied upon by the carrier here are largely 
the same as those relied upon by it in the above-cited cases 
before the Commission and the Supreme Court,” said the Commis. 
sion. “The carrier admits that there is practically no difference 
in its method of operation now and at the time of the Supreme 
Court’s decision and that it has about the same class of business.” 

In its conclusions in the Piedmont case, the Commission 
said: 

Previous to the amendment to the railway labor act on June 21, 
1934, this Commission had passed upon the status of numerous electric 
railways under more or less similar exemption provisions in other 
acts administered by us. Those decisions recognized a class of 
electric railways which were regarded as more than interurbans and 
were sometimes referred to as commercial railways operated by 
electric power. The distinction between them hinged largely upon 
the amount and character of freight business handled, an interurban 
being considered primarily a carrier of passengers and its freight 
traffic largely local. When Congress authorized this Commission to 
determine the status of electric railways under the railway labor act, 
which is not otherwise administered by us, it is reasonable to sup- 
pose that it did so because of our experience in passing upon such 
questions under similar exemption provisions in other acts. This may 
also be regarded as a pretty good indication that Congress used the 
word “interurban” in the same sense as the Commission had inter- 
preted that term in its decisions. 


The Fort Dodge, Des Moines & Southern, situated in north 
central Iowa, is operated by electric power and none of its stocks 
or bonds is owned by any steam railroad, according to the report. 
The report said the passenger business had practically disap- 
peared and the carrier was entirely dependent on freight revenue 
for its existence. It said the freight traffic was handled in stand- 
ard freight cars hauled by electric locomotives, and that about 
85 per cent of the freight was interchanged with other lines 
and that 85 per cent of the interline freight moved in interstate 
commerce. The carrier owns 13 electric locomotives. 


As in the P, & N. case the Commission referred to the deci- 
sions in the Piedmont case and other cases. It pointed out that 
the Fort Dodge, Des Moines & Southern was under. federal con- 
trol during the entire period of such control from January 1, 1918, 
to February 29, 1920. The Commission pointed out that the 
President’s proclamation assuming possession and control of the 
railroads provided that it should not apply to “street electric 
passenger railways, including railways commonly called interur- 
bans.” The Commission said the carrier was unable to explain 
how it came to be given a federal control contract if it was a 
mere interurban. The Commission said the lines bore less 
resemblance to an interurban than any of the electric railways 
recently found not to be interurbans within the same exemption 
provision in Texas Electric Railway, 208 I. C. C. 193, Sacramento 
Northern Railway, 208 I. C. C. 203, and Waterloo, Cedar Falls & 
Northern, 208 I. C. C. 211. 


OKLAHOMA STATE RATES 


Holding that the railroads had failed to show that freight 
rates on state traffic held in effect by the refusal of the Okla- 
homa commission to allow increases similar to those author- 
ized in Ex Parte 115, Emergency Freight Charges, 1935, caused 
any undue or unreasonable advantage, preference or prejudice 
as between persons or localities in intrastate commerce on the 


‘one hand and interstate on the other, the Commission has dis- 


continued No. 27025, Emergency Freight Charges Within Okla- 
homa, a thirteenth section proceeding. It was begun on com- 
plaint by railroads in Oklahoma because the Oklahoma commis- 
sion had refused to allow the imposition of emergency charges 
on bituminous coal, coke, sand, gravel, and related commodities, 
silica or glass sand, cottonseed cake, cottonseed meal, and cot- 
tonseed hulls, and crude petroleum and its products. 

In the report, written by Commissioner Lee, the Commis- 
sion said the respondents had introduced some evidence to show 
that the action of the Oklahoma commission caused undue prejl- 
dice and preference but that on brief and argument they seemed 
to concede that it was not sufficient to support an affirmative 
finding to that effect. In any event, said Commissioner Lee, 
evidence introduced by opposing shipping interests expressly 
negatived such a finding. No estimate, he said, was made by 
the respondents of the amount of increased revenues they would 
receive if the intrastate rates were increased to the same eX 
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tent as interstate rates. The Oklahoma commission estimated 
that the application of the emergency charges on sand and gravel 
would produce an annual increase in railroad revenues of $3,000, 
provided the increased rates did not divert traffic from the rails 
to movement by truck from wayside pits. 

Commissioner Lee said it was evident at the hearing that 
the railroads had not correctly construed the authority and 
action of the Oklahoma commission with respect to many of the 
rates under consideration. It appeared, said he, that the Okla- 
homa commission had no power to prevent increases in intra- 
state rates Which had been for any reason reduced below those 
prescribed by that body as reasonable maxima, so long as the 
increases did not raise such rates above the prescribed level. 

All the rates herein considered on petroleum and its prod- 
ucts, and many of the rates on coal, sand and gravel, Commis- 
sioner Lee said, had been reduced by greater amounts than 
the interstate emergency charges. The action of the Oklahoma 
commission, of which the railroads complained, he said, did not 
therefore prevent their adding the interstate emergency charges 
to such rates. Counsel for the railroads, he said, had advised 
the Commission at the oral argument that such additions had 
been made, effective September 25, except in the case of the 
rates on coal from Oklahoma mines to Harrah, to which point 
reductions had been made so as to prevent a large plant at 
that point changing from coal to gas. 

The conclusions of the Commission in detail were that there 
was no substantial competition between intrastate and inter- 
state shippers or localities with respect to the commodities con- 
sidered in this case; that the general conditions surrounding 
the transportation of these commodities within Oklahoma had 
not been shown to be substantially similar to those which per- 
tained to interstate commerce to and from Oklahoma; that it 
had not been established that the addition of the emergency 
charges to the rates in issue would increase respondents’ aggre- 
gate revenues; and that there were no present disparities be- 
tween intrastate and interstate rates on these commodities which 
operated unjustly against interstate commerce. 


COMMISSION REPORTS 


Tin Cans 


No. 26846, Griggs Canning Co., Inc., vs. I.-G. N. et al. By 
division 2. Reparation of $264.13 awarded on finding rates, tin 
cans, Harvey, La., to Natalia, Tex., shipped between July 19 
and December 28, 1933, inclusive, unreasonable to the extent they 
exceeded 65 cents. 

Grapes 


No. 26759, West Texas Produce Co., Inc., vs. T. & P. et al. 
By division 3. Reparation of $138.96 from the T. & P. awarded 
on finding stopping-in-transit charges, grapes, Lindsey, Melvin 
and Livingstone, Calif., to Fort Worth, Tex., unreasonable to the 
extent they exceeded $6.30 a car, but not otherwise unlawful. 
Shipments moved between July 14 and August 6, 1931. Charges 
were collected at the applicable rate of $1.73, minimum 26,000 
pounds, plus transit charges of 17 cents a 100 pounds applicable 
for one or more stops partially to unload and the usual $6.30 a 
car for each stop. These two transit or stop charges were pub- 
lished in a transit tariff of the T. & P. Complainant sought 
the removal of the 17-cent charge and reparation of $138.96 
resulting from this charge. Effective May 1, 1935, the 17-cent 
charge was canceled, the Commission said therefore no finding 
for the future was necessary. 


- Bananas 


No. 26621, Lewis, Hubbard & Co. et al. vs. B. & O. et al. 
By division 4. Rates, imported bananas, New York, N. Y., and 
Philadelphia, Pa., to Charleston, W. Va., applicable and not 
unreasonable. Rate on like traffic from Baltimore, Md., to 
Charleston, W. Va., found unreasonable to extent it exceeded 
third class rate of 73 cents prior to September 15, 1932, and 70 
cents on and after that date. Reparation awarded. Commis- 
Sloner Mahaffie noted a dissent. 


Silica Sand 


No. 16250, Indiana State Chamber of Commerce vs. B. & O. 
et al. By the Commission on reconsideration. On reconsidera- 
tion, additional amounts of reparation found due to complain- 
ant’s member, the Hart Glass Manufacturing Company, under 
Prior findings, 188 I. C. C. 99, on silica sand from the Ottawa, 
Ill, district to Dunkirk, Ind. Prior reports, 153 I. C. C. 721, 
155 I. C. C. 687, 188 I. C. C. 99 and 208 I. C. C. 446. Commissioner 
Mahaffie noted a dissent, 

Bananas 


No. 26524, Traffic Bureau, Lynchburg Chamber of Commerce, 
for L. E. Lichford vs. C. & O. et al. By division 4. Reparation 
of $162.56 awarded on finding rates, bananas, to Lynchburg, Va., 
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from Baltimore, Md., and Philadelphia, Pa., unreasonable to the 
extent they exceeded 53 and 62 cents, respectively. Rates from 
New York, N. Y., to Lynchburg found not unreasonable. ‘Ship- 
ments moved on and after May 21, 1932. Commissioner Mahaffie 
dissented for the reasons stated in his dissenting expression in 
Bluefield Produce & Provision Co., Inc., vs. B. & O., 206 I. C. C. 
473. 
Rates in Minnesota 


Fourth section application No. 15847, commodity rates be- 
tween points in Minnesota. By division 2. By fourth section 
order No. 12052, Minneapolis, St. Paul & Saulte Ste. Marie Rail- 
way Co., authorized to establish over its interstate route between 
Minneapolis, St. Paul and Minnesota Transfer, Minn., on the 
one hand, and Moose Lake, Minn., on the other, for transporta- 
tion in carloads and less than carloads, of articles taking groups 
A, B, C and D rates, as set forth in Great Northern joint tariff 
I. C. C. No, A-7192, as amended, rates the same as those con- 
temporaneously applicable on like traffic over the direct intra- 
state route of the Northern Pacific Railway Co. between the same 
points, but not lower than the present rates over the latter route, 
and to maintain higher rates to and from intermediate points, 
provided, that the rates to and from such higher-rated inter- 
mediate points shall not be increased except as may hereafter 
be authorized by the Commission, and shall in no instance exceed 
the lowest combination of rates subject to the interstate com- 
merce act. Chairman Tate objected to the action of the Com- 
mission in not imposing the requirements of the equidistant 
provision. The rates which applicant proposes to establish are 
those now in effect over the direct intrastate routes of the 
Northern Pacific between the points of origin and destination 
named. 

Divisions of Western Lines 


No. 15234, in the matter of divisions of freight rates in 
western and mountain-Pacific territories. By the Commission. 
Fourth supplemental report. On reconsideration findings in prior 
reports, 208 I. C. C. 299 and 203 I. C. C. 299, divisions of rates to 
and from points on narrow-gage lines of the Denver & Rio 
Grande Western and the Colorado & Southern excepted from 
basis of divisions of trans-Missouri rates previously prescribed. 
The roads named asked that the prescribed basis of divisions 
should not apply to joint rates on traffic originating at or destined 
to points on their narrow-gage lines. The Commission found 
that the basis of divisions of joint rates to and from points in 
trans-Missouri territory previously prescribed should be limited 
to joint rates to and from points on standard-gage lines, and 
amended its order accordingly, as of July 1, 1935. 


Phosphate Rock 


No. 26566, Michigan Fertilizer Co. vs. L. & N. et al. By 
division 2. Rate, $4.81 a net ton, phosphate rock, Siglo, Tenn., 
to Lansing, Mich., not unreasonable but unduly prejudicial to 
complainant and unduly preferential of its competitors at Fort 
Wayne and Indianapolis, Ind., Columbus, and Washington Court 
House, O., and intermediate points to the extent that the rates 
to Lansing exceeded or might exceed the corresponding con- 
current rate from Siglo to Detroit by more than 10 cents. 
The Commission said there was no specific proof of pecuniary 
loss by reason of the undue prejudice warranting an award of 
reparation. Chairman Tate noted a dissent. The undue preju- 
oo has been ordered to be removed not later than January 23, 

Hay and Straw 


Fourth section application No. 15764, hay and straw to 
South Dakota. By division 2. Parties to Kipp’s I. C. C. No. 
A-1762, authorized, in fourth section order No. 12049, to estab- 
lish and maintain rates, hay and straw, in straight or mixed 
carloads, points in Illinois, Iowa, Minnesota, Nebraska and Wis- 
consin, and from St. Louis, Mo., to destinations in South Dakota 
without observing the long-and-short haul provision of section 
4, over their circuitous routes equal to the lowest rates in effect 
over any line or route between the same points in the opposite 
direction constructed on the basis set forth in South Dakota 
Railroad Commissioners vs. C. & N. W., 118 I. C. C. 139. The 
authority is subject, in addition to the usual conditions, to the 
33 1-3, 50 and 70 per cent circuity rules. 


Fertilizers 


No. 16295, fertilizers between southern points. By the 
Commission. On further hearing relating to the petition of the 
Atlantic Coast Line dated December 12, 1934, for modification of 
fourth section order No. 9346, entered in the original report, 
113 I. C. C. 389, Atlantic Coast Line authorized, in seventeenth 
supplemental fourth section order No. 9346, to establish and 
maintain over its route from Savannah, Ga., to Charleston, S. C., 
on fertilizers, the lowest rate applicable over any line or route 
between the same points constructed on the basis prescribed 


















PAGE 716 





in Fertilizers Between Southern Points, 113 I. C. C. 389, but not 
less than $2.65 a net ton, and to maintain higher rates to 
intermediate points. That permission is subject to the provi- 
sion that rates to the higher-rated intermediate points shall 
not exceed rates constructed on the basis hereinbefore indi- 
cated. 


Locomotives 


I. and S. No. 4103, locomotives, on own wheels, within the 
south. By division 3. Proposed cancellation of distance rates, 
locomotives, locomotive tenders and locomotives and tenders 
combined, moved on own wheels but not under their own power, 
between points in southern territory, and proposed cancellation 
of combination rates on them between points in southern terri- 
tory, on the one hand, and points in official territory, on the 
other, and establishment of a class 12 rating in lieu thereof, 
found justified. Order of suspension vacated and proceeding 
discontinued. Commissioner Lee dissented, expressing the 
opinion that bases of 12.5 cents first class within the south and 
15 per cent of first class between southern and official territories 
should be approved. 

Stocker Calves 


No. 25229, Finley & Co. vs. A. T. & S. F. et al.; No. 25243, 
W. H. Driggers et al. vs. Same, and No. 25243, Sub.-No. 1, W. H. 
Driggers vs. Same. By the Commission. Dismissed. On re- 
consideration, findings in former reports, 196 I. C. C. 70 and 209 
I. C. C. 161, as to rates assailed in the sub-number modified 
in respect to the measure of rates found reasonable on stock 
calves in single-deck carloads, from Las Vegas, N. M., to 
Thatcher, Colo. Found that the rate assailed in that sub-num- 
ber was unreasonable to the extent that it exceeded 31.5 cents 
and that reasonable by the car charges on complainant’s ship- 
ments were those determined at such rate on the basis of 
17,600 pounds a car. Charges, so determined, the report.said, 
would be $55.44 a car or $1.84 more than the charges paid, 
hence the dismissal. 


Wheat 


No. 26904, Hart-Bartlett-Sturtevant Grain Co. vs. C. B. & Q. 
et al. By division 3. Dismissed. Rates, wheat, points in 
Nebraska and Kansas to Omaha, Neb., and reconsigned thence 
to Sioux City, Ia., between December 8, 1931, and February 13, 
1932, found not unreasonable. 


Sulphate of Ammonia 


No. 26762, Bethlehem Steel Co. vs. A. & R. et al. By divi- 
sion 2. Rates, sulphate of ammonia, carloads, Johnstown, Steel- 
ton, and Bethlehem, Pa., to destinations in the Carolinas and 
Georgia, in the period from February 16 to March 15, 1931, in- 
clusive, not unreasonable. Rates, like traffic, between March 
16 and April 30, 1931, inclusive, found unreasonable to the ex- 
tent they exceeded the rates established from and to the same 
points effective May 1, 1931. Reparation awarded. Commis- 
sioner Aitchison dissented from the findings that the rates 
charged on the shipments which moved between February 16 
and March 15, 1931, were not unreasonable. 


COMMISSION ORDERS 


No. 27165, Macmillan Petroleum Corporation vs. A. & S. et al. 
Col-Tex Refining Co. and Anderson-Prichard Oil Corporation per- 
mitted to intervene. 

No. 27144, Heller Brothers Co. vs. C. B. & Q. et al. At the request 
of complainants, complaint dismissed. 

No. 20120, Rudy-Patrick Seed Co. et al. vs. A. & S. et al. Peti- 
tion of complainants for reopening, further argument and considera- 
tion, denied. 

No. 27103, Joslyn Manufacturing & Supply Co. vs. Chicago Junc- 
tion Railway (Chicago River & Indiana Railroad Co., lessee) et al. 
Continental Steel Corporation permitted to intervene. 

Finance No. 3197, Construction of line by the Waco, Beaumont, 
Trinity & Sabine Ry. and Finance No. 5104, construction of extension 
by Waco, Beaumont, Trinity & Sabine Ry. Joint petition of the Kan- 
sas City Southern, Port Arthur Canal & Dock Co., and the Texarkana 
& Fort Smith Railway Co. for an order requiring the Waco, Beau- 
mont, Trinity & Sabine Railway Co. and its receiver to file revised 
returns to questionnaire, or in the alternative, revised traffic and 
revenue estimates, denied. 

Finance No. 10947, application of Associated Railways Co. for 
authority to acquire the lines of Minneapolis & St. Louis to operate 
portions thereof, to abandon certain other portions thereof, etc. 
Board of Railroad Commissioners of the state of Iowa, Board of 
Railroad Commissioners of the state of South Dakota, Fort Dodge 
(Ia.) Chamber of Commerce, Traffic Bureau of the Fort Dodge (Ia.) 
Chamber of Commerce, Commerce Association of Aberdeen (South 
Dakota), Northwestern Lumbermen’s Association and the Northwest- 
ern Retail Coal Dealers’ Association permitted to intervene. 

Ex Parte No. 104, part II, Pittsburgh Plate Glass Co. terminal 
allowance Crystal City, Mo. Petition of the Pittsburgh Plate Glass 
Co. for vacation of the order of September 12 in connection with the 
forty-third supplemental report, or for the postponement of the 
effective date of that order, denied. 

Ex Parte No. 104, part II, Crane Co. terminal services. Petition 
for rehearing and for other relief, filed by the Crane Co. in connec- 
tion with the thirty-fourth supplemental report, denied. 

No. 26823, George A. Sweet, Inc., vs. A. C. L. et al. Complaint in 
this proceeding dismissed for want of prosecution. 

No. 26101, Walter S. Franklin and Frank C. Nicodemus, Jr., re- 
ceivers of Wabash Railway Co. vs. Union Pacific. Complaint hav- 
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ing been held in abeyance at the request of complainant and com. 
plainant notified that in the absence of advice to contrary on or 
before August 12, it would be assumed that complaint should be 
dismissed, and no advice having been received from complainant 
complaint dismissed. ; 

No. 27165, Macmillan Petroleum Corporation vs. A. & S. et al. 
W. D. Richardson, temporary trustee for the Cosden Oil Corporation 
permitted to intervene. 

Finance No.. 10907, application of coreceivers of Minneapolis ¢ 
St. Louis Railroad Co. for a certificate to abandon part of its line 
of railroad in Boone and Webster counties, Ia. Floyd W. Peterson 
permitted to intervene. 

No. 25243, Sub. No. 1, W. H. Driggers vs. A. T. & S. F. Proceed. 
ing reopened for further consideration. ‘ 

No. 26611, S. H. & E. H. Frost et al. vs. A. C. L._ Petition of 
complainants for reconsideration and/or argument, denied. 

No. 26504, Kanotex Refining Co. vs. A. T. & S. F. et al. Petition 
of complainant for reconsideration, denied. Proceeding reopened for 
reconsideration on the Commission’s own motion. 

No. 27119, Western Feldspar Milling Co. vs. Ann Arbor et al. 
Consolidated Feldspar Corporation; Golding Sons Co.; Feldspar Mill- 
ing Co., Inc.; Golding Keene Co.; Southern Feldspar, Inc.; Standard 
Flint & Spar Corporation; North State Feldspar Corporation; Sea- 
board Feldspar Co.; United Feldspar Corporation owning and con- 
trolling the Tennessee Mineral Products Corporation; National Feld- 
spar Association permitted to intervene. 

No. 26454, Northwestern Turkey Growers’ Association vs. B. & 0, 

et al. Order of May 17 as subsequently modified to become effective 
on November 28 on not less than 30 days’ notice, further modified 
to become effective on November 28, on not less than 10 days’ notice 
instead of 30 days’ notice. 
_ |. and S. No. 4116, oleates, palmitates, stearates, etc., classifica- 
tion. Respondents having filed tariffs effective October 10 cancelling 
the schedules under suspension order of July 8 vacated and set aside 
and proceeding discontinued. 

No. 25815, Consolidated Wagon & Machine Co. and Mountain 
States Implement Co. vs. B. & O. et al. Third ordering paragraph 
of the order of August 13 modified by inserting a limitation confining 
the establishment of rates to points ‘“‘to which there has been a 
movement” and making the rates “subject to rules providing for 
the application of the rates from and to intermediate points in ac- 
cordance with rule 27 of tariff circular No 20.” 

No, 27174, Texas Steel Co. vs. M.-K.-T. et al. The Dallas (Texas) 
Chamber of Commerce permitted to intervene. 


PETITIONS FOR REHEARING, ETC. 


No. 26454. Northwestern Turkey Growers’ Association vs. B. & 0. 
et al. Defendants ask for modification of the Cemmission’s order by 
permitting the filing of tariffs in compliance with the order on one 
day’s notice instead of 30 days’ notice. 

No. 26767, Tri-State Packers’ Association, Ine., et al. vs. Penn- 
sylvania et al. Complainants ask for reconsideration on the present 
record by the entire Commission of the decision dated September 5. 

No. 26590, Blumer Brewing Corporation vs. C. M. St. P. & P. et al. 
Complainant asks for reopening, and for reconsideration of its find- 
ing and order of September 16 and cancellation thereof. 

No. 19732 and Sub. Nos. 1 to 6, inclusive, American Fruit Co., 
Inc., et al. vs. Rapid City, Black Hills & Western Railway Co. et al. 
Southwestern lines ask that the orders issued in this proceeding be 
set aside in so far as they require the maintenance of the prescribed 
rates from points in southern Missouri to points in South Dakota, 
thus permitting the joint through class rates subsequently established 
as the result of orders in No. 17000, part 2, to apply. 

No. 26745, Georgia petroleum and petroleum products rates. Car- 
riers in the state of Georgia ask for further hearing. 

No. 13535, Corporation Commission of Oklahoma vs. A. & R. et 
al., southwestern vegetable case. Texas Coastal Bend Shippers’ 
Association ask for reopening and reconsideration with respect to 
minimum weight on root vegetables. 


» 


LUMBER FROM THE SOUTH 


With a view to enabling southern lumber manufacturers 
to get into northern and eastern markets on a basis comparable 
with that on which transcontinental mill lumber moves, south- 
ern and southwestern railroads have persuaded eastern and 
northern lines to join with them in reducing rates from south- 
ern and southwestern mill points from one to twelve cents a 
hundred pounds, . 


These cuts in the rates are intended to put the southern 
and southwestern mills in relatively the same position that 
they were before the Commission authorized the transconti- 
nental lines to make a blanket rate of 72 cents from Pacific 
coast territory to destinations east of the Illinois-Indiana state 
line (see Traffic World, August 24, page 307). 


The lumber rate situation was considered by rail execu- 
tives in a meeting in New York, October 16. The northern 
and eastern lines assented to the proposition of the south- 
western and southern lines that the shippers on their routes 
should be given an opportunity to get into the northern and 
eastern markets as nearly as possible on af equality with 
transcontinental shippers. The transcontinental lines estab- 
lished the blanket rate on account of the competition through 
the Panama canal. The far western lumber comes into eastern 
territory through Atlantic ports. Thence it was being dis- 
tributed, when the 72-cent rate was authorized, as far west as 
central freight territory. 


At the time the northern and eastern lines agreed to join 
in reductions for the southern lumber mills they decided to 
extend the effective date of the 72-cent rate from December 
31, 1935, its present expiration date, to June 30, 1936. 
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Proposed Reports in I. C. C. Cases. 





CLASS AND COMMODITY DIVISIONS 


IVISIONS of all-rail joint class and commodity rates between 

points in official classification territory and points in the 
southwest are.recommended to be found unjust, unreasonable and 
inequitable in a proposed report by Examiner William A. Disque 
in No. 25390, Abiline & Southern Railway Co. et al. vs. Akron, 
Canton & Youngstown Railway Co, et al., embracing also No. 
25692, Abilene & Southern et al. vs. A. C. & Y. et al.; No. 25692, 
Sub No. 1, A. C. & Y. et al. vs. A. & S. et al.; No. 25692, Sub No. 
2,0. & N. W. etal. vs. A. & S. et al.; No. 26429, A. & V. et 
al. vs. A. & S. et al., and No. 26764, A. T. & S. F. et al. vs. 
AC. & Y. Ot at. 

Examiner Disque said the record established that the present 
divisions of joint rates on the traffic involved were unjust, un- 
reasonable and inequitable as between the eastern carriers and 
the southern, western and southwestern carriers and that just, 
reasonable and equitable divisions hereafter to be received would 
be based on a modifid mileage pro rate, using as factors for 
the eastern carriers the short-line distances between the Missis- 
sippi River and Ohio River gateways through which the traffic 
moves and the points of origin and destination in eastern terri- 
tory, and for the southern, western and southwestern carriers 
the short-line distances between the Mississippi River and Ohio 
River gateways and the points of origin and destination in south- 
western territory, the distance factors for the southern, western 
and southwestern carrier to be increased 25 per cent. 

“This finding,” continued Examiner Disque, “should not be 
understood as preventing the equalization of upper Mississippi 
River gateways with East St. Louis or the use of group bases of 
divisions, employing existing groups or others similar thereto. 
In arranging groups the percentages should reflect weighted aver- 
age hauls within the group. In the two cases where retroactive 
findings are sought the findings run back to the dates of the 
filing of the complaints, as conditions since do not appear to 
have changed. An appropriate order should be entered.” 

Retroactive findings are sought in No. 25390, filed June 29, 
1932, by southwestern carriers, and in No. 26764, filed November 
14, 1934, by southwestern carriers. 

The six cases covered by the report, said the examiner, 
embraced the divisions of all all-rail joint class and commodity 
rates between points in official classification territory, on the 
one hand, and points in the southwest, on the other, and all 
important carriers in the two territories were parties. 

“We are called upon to determine not what each carrier 
in the through route shall receive, but to provide a basis for 
dividing every rate into two parts; that is, to say what propor- 
tion of the joint rate shall accrue to official territory carriers 
for their hauls east and north of East St. Louis, Ill., and other 
oa and what shall remain for the southwestern carriers,” 
said he, 


The southwestern carrier took the initiative, the complaint 
of the official territory carriers having been intended merely 
as a protective measure, said Mr. Disque, who added that it 
would not have been filed if the southwestern carriers had not 
filed their complaints. 

Since July 14, 1928, said the examiner, so far as prescribed 
rates were concerned, there had generally been no mutually 
accepted basis of division. 


“As a result,” continued he, “the delivering carriers in 
each group, whose duty it generally is to collect the freight 
charges, have, on each shipment, been taking what they wanted 
or thought proper out of the joint rates and have remitted the 
balance to the carriers on the other side of the gateways. The 
southwestern group, in dividing the prescribed westbound rates, 
have been using practically a revenue pro rate, based on the 
rates and divisions in effect prior to the southwestern revision. 
Under this latter method both sets of carriers share propor- 
tionately in the increases and reductions reflected by the pre- 
scribed rates, complainants (southwestern carriers) in many 
instances getting proportions equal to their local rates. The 
eastern group, in dividing the prescribed eastbound rates, have 
been generally taking their locals, and, in some instances, on 
Petroleum and its products, amounts much in excess of their 
locals, except to points in Indiana, divisions on this traffic having 
been prescribed in A. T. & S. F. Ry. Co. vs. B. & O. R. Co., 174 
i. Ce. 321, on practically a straight mileage basis.” 

Examiner Disque said that, under the “present disorderly 
method of dividing the rates the revenue of the southwestern 








carriers on traffic in both directions is, in the aggregate, less 
than it would be under a mileage pro rate with their distances 
arbitrarily inflated about 10 per cent.” He said it was impossible 
to determine the relative costs and financial results in the two 
territories of handling the particular traffic involved and that 
the parties accordingly resorted to data covering all traffic han- 
dled by the respective sets of carriers. 

Defendants (official territory carriers), said Mr. Disque, 
proposed practically a first class rate pro rate using, however, 
as a basis, not the official territory scale for defendants’, and 
the southwestern scale for complainants’, hauls, but those in the 
southwestern scale on both sides of the gateways subject to 
some adjustments. The proposal was complicated and would 
bring unjustifiable results but it could be used in principle or if 
modified so as to reflect the difference in conditions in the 
respective territories, said he, As presented, he said, the pro- 
posal assumed there was no difference in conditions in the 
respective territories, 





DEPRECIATION CHARGES 


The Commission has issued a proposed report by Examiner 
A. M. Bunten in No. 19440, depreciation charges of sleeping car 
companies, in which recommendations are made with respect to 
depreciation accounting to become effective January 1, 1937. 

Examiner Bunten said this case was supplemental to Tele- 
phone and Railroad Depreciation Charges, 118 I. C. C. 295 and 
177 I. C. C. 351, and that the same fundamental principles which 
were decided to be controlling there were controlling here. 

The examiner recommends that the group method of deprecia- 
tion accounting, as distinguishd from the unit method, shall be 
adopted. It is explained that when the group method is used 
depreciation charges are computed on the ledger value of all 
property included in each depreciable account, using the average 
service life thereof properly weighted, subject to a proviso relat- 
ing to determining percentages of depreciation, and on the retire- 
ment of any depreciable property its full service value is charged 
to the depreciation reserve whether or not the particular item 
has attained the average service life. 

Mr. Bunten said the testimony in the proceeding showed 
that the Pullman Company recognized the propriety of deprecia- 
tion accounting and that its accounts for many years had in- 
cluded charges to operating expenses to cover accruing deprecia- 
tion on all but a relatively small part of its property, uniform 
annual rates on the straight line basis being used, and in general 
the unit method had been applied. The Pullman Company ob- 
jected to adoption of the group method. 


PROPOSED REPORTS 


Anthracite Nut 


No. 26882, Globe Coal Co. vs. Erie et al. By Examiner 
Charles A. Rice. Dismissal proposed. Rate, anthracite nut 
coal, Dunmore, Pa., to Cissna Park, IIl., not unreasonable. 


Printing and Wrapping Paper 


No. 26877, Badger Paper Mills, Inc., vs. A. A. et al. By 
Examiner L. J. P. Fichthorn. Reparation of $72.90 proposed on 
finding misrouted carload of printing and wrapping paper, Pesh- 
tigo, Wis., to Cleveland, O., by the Pennsylvania. Applicable 
rate and stop-off charge found not unreasonable, 


Apples from Pacific Coast 


I. and S. No. 4098, apples from the Pacific Coast to Illinois, 
Indiana and south. By Examiner A, S, Worthington. Recom- 
mends that Commission find justified proposed rate on fresh 
apples, carloads, from north Pacific coast territory to destina- 
tions in Illinois, Indiana, and southern territory. In the sched- 
ules under suspension it is proposed to extend the application of 
a temporary rate of $1 to certain points in groups C and C-l, 
these groups, roughly speaking, embracing points in [Illinois 
and Indiana adjoining the [llinois-Indiana state line, and points 
in Kentucky, Tennessee, Mississippi, Louisiana, Florida and 
Alabama situated between the Mississippi River on the west and 
an eastern line drawn from Evansville, Ind., to Pensacola, Fla., 
through Birmingham, Ala. On April 3, 1935, according to the 
report, the transcontinental carriers proposed to establish a 
temporary rate of $1 to expire with June 30, 1935, to groups D 
to J which, roughly speaking, embraced the territory west of 
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Chicago, Ill., St. Louis, Mo., Cairo, Ill., Memphis, Tenn., and New 
Orleans, La., to and including Colorado common points, The 
rate under suspension, like the rate of $1 to groups D to J, which 
division 2 declined to suspend, was published to expire June 30, 
1935, after which the rate to points in all these groups was to 
again become $1.25.-The schedules were protested by a number of 
southern carriers and the Virginia Commission and state horti- 
cultural societies of Virginia and West Virginia as to points in 
group C-1. The rate of $1 to points in group D was reestablished 
effective October 3, 1935, to expire June 30, 1936, and the Frisco 
asked the Commission to proceed to a determination of the 
question of the lawfulness of the suspended rate for the reason 
that although the schedules naming this rate had expired by 
their own limitation June 30, 1935, respondents intended to 
establish it in new schedules, unless the Commission found it 
unlawful. 


Georgia & Florida Mail Pay 


No. 9200, railway mail pay. In the matter of the application 
of Georgia & Florida Railroad for increased rates of pay. By 
Examiner Frank E. Mullen, on further hearing. Recommends 
the Commission find that the present rates of mail pay for trans- 
portation of the mail by the applicant are fair and reasonable. 
Prior reports, 192 I. C. C. 779 and 144 I. C. C. 675. The rates 
now paid applicant are those prescribed in Railway Mail Pay, 
144 I. ©. C. 675. 


Fruit and Vegetable Packages 


No. 26982, Sheboygan Fruit Box Co. vs. C. & N. W. By 
Examiner Harold M. Brown. Carload rate charged, fruit and 
vegetable packages,-in crates, set up, nested and not nested, 
Sheboygan, Wis., to Peoria, Ill., in May and June, 1932, proposed 
to be found unreasonable to the extent it exceeded 20.5 cents, 
minimum 34,000 pounds, plus the emergency charge of 2 cents. 
Reparation of $172.89 recommended. 


Fruit and Vegetable Packages 


No. 26981, Sheboygan Fruit Box Co. vs. C. & N. W. et al. By 
Examiner Harold M. Brown. Dismissal proposed. Carload rates 
sought to be collected, fruit and vegetable packages, set up in 
crates, nested and not nested, Sheboygan, Wis., to Manistique 
and Newberry, Mich., proposed to be found unreasonable to 
the extent they exceeded 24 cents to Manistique and 21 cents to 
Newberry. Complainant paid charges at the rate of 17 cents 
to Manistique and 21 cents to Newberry. The examiner said 
there was an outstanding undercharge of $71.40 on three cars 
to Manistique. He said the defendants should be authorized to 
waive all other outstanding undercharges. 


Oil Well Outfits 


No. 26956, G. H. Vaughn Drilling Co. vs. D. & S. L. et al. 
By Examiner Carl A. Schlager. Dismissal proposed- Rate, oil 
well outfits, imposed in December, 1934, Craig, Colo., to Ada, 
Okla., proposed to be found not unreasonable. 


Tractors 


No. 26953, International Harvester Co. vs. Illinois Central 
et al. By Examiner Carl. A. Schlager. Dismissal proposed. 
Rates, tractors, imposed on shipments in 1934 prior to May 28 
proposed to be found not unreasonable. 


Secondhand Machinery 


No. 26824, Kingsland Granite Co., Inc., vs. D. & R. G. W. 
et al. By Examiner E. A. Burslem. Dismissal proposed on a 
finding that rates and minimum weights, secondhand machinery, 
carloads, Denver, Colo., to Madera, Calif., were not unreason- 
able or otherwise unlawful. The complaint, filed January 20, 
1935, alleged that the rates and minimum weights on ten ship- 
ments were unreasonable and unduly prejudicial. 


Bituminous Coal 


No. 27000, General Motors Corporation (Chevrolet Division) 
vs. Alton et al. By Examiner W. R. Brennan. Dismissal pro- 


‘posed. Rates, bituminous coal, points in southern Illinois to 


Janesville, Wis., according to the examiner, not shown to have 
been or to be unreasonable. 


UNCONTESTED FINANCE CASES 


_Report and certificate in F. D. No. 10941, Chicago, Burlington & 
Quincy R. R. Co. Abandonment, permitting the Chicago, Burling- 
ton & Quincy R. R. Co. to abandon part of a branch line of railroad 
in Fulton County, Ill., approved. 

Report and order in F. D. No. 10961, Easton & Northern R. R. 
Co. Bonds, (1) granting authority to the Easton & Northern R. 
R. Co, to extend from November 1, 1935, to November 1, 1937, the 
maturity of $300,000 of first-mortgage 4% per cent bonds; (2) grant- 
ing authority to the Lehigh Valley R. R. Co. to continue the assump- 
tion of obligation and liability, as guarantor, in respect of such bonds, 
so extended; and (3) dismissing that part of the application which 
requests authority to continue the pledge of, or to repledge, $250,000 
of such bonds with the Reconstruction Finance Corporation, as 
collateral security for loans, approved. 
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Report and order in F. D. No. 10902, Atlantic Coast Line Raijj-. 
road Company bonds, granting authority to procure the authentica- 
tion and delivery of not exceeding $4,000,000 of general unified mort. 
gage 50-year series-A 4% per cent gold bonds, in reimbursement of 
expenditures made in the retirement of a like amount of underlying 
bonds, approved. 

Report and certificate in F. D. No. 10931, Missouri & Arkansas 
Railway Company Operation, authorizing the Missouri & Arkansas 
Railway Company to operate, under trackage rights, over the rajj. 
rgad of the Kansas City Southern Railway Company between Joplin 
and Neosho, in Jasper and Newton counties, Mo., approved. 

Report and certificate in F. D. No. 10933, Missouri & Arkansas 
Railway Company Operation, authorizing the Missouri & Arkansas 
Railway Company to operate, under trackage rights, over part of a 
line of railroad in Phillips County, Ark., approved. 

Report and certificate in F. D.. No. 10949, Chicago, Rock Island & 
Gulf Railway Company Trustees’ Construction, authorizing the trus- 
tees of the Chicago, Rock Island & Gulf Railway Company to con- 
struct a branch line of railroad in Moore County, Tex., approved. 

Report and order in F. D. No. 10963, Monongahela West Penn 
Public Service Company merger, approving and authorizing the 
merger of the properties of the Monongahela West Penn Public 
Service Company and the Kanawha Traction & Electric Company 
into _ corporation for ownership, management and operation, ap- 
proved. 

Report and certificate in F. D. No. 10957, Delaware, Lackawanna 
& Western Railroad Company Operation, authorizing the Delaware, 
Lackawanna & Western Kailroad Company to operate in passenger- 
train service, under trackage rights, over a line of railroad of the 
Pennsylvania Railroad Company in Northumberland County, Pa, 
approved. 

Report and certificate in F. D. No. 10888, New York, New Haven 
& Hartford Railroad Company Abandonment, permitting the New 
York, New Haven & Hartford Railroad Company to abandon part of 
a branch line of railroad in Dutchess County, N. Y., approved. 

Report and certificate in F. D. No. 10930, Great Northern Railway 
Company Abandonment, permitting the Great Northern Railway 
Company to abandon a line of railroad in Okanogan County, Wash., 
approved. 

Supplemental report and order in F. D. No. 10836, Atlantic Coast 
Line Railroad Company Securities, modifying order of May 9, 1935, 
so as to permit the application of a part of the proceeds of $12,- 
000,000 of 10-year collateral-trust 5-per cent notes to the payment 
of certain underlying bonds, approved. 

Report and order in F. D. No. 10974, Delaware & Hudson Rail- 
road Corporation Notes, granting authority to issue and reissue from 
time to time not exceeding $18,500,000 of promissory notes, approved. 

Report and order in F. D. No. 10977, Cambria & Indiana Railroad 
Company Bonds, granting authority to issue not exceeding $1,300,000 
of first-mortgage serial bonds, 34% per cent series, issue of 1935, to 
be sold at not less than their face value and the proceeds used, to- 
gether _ treasury funds, to redeem $1,800,000 of outstanding bonds, 
approved. 


SUSPENDED TARIFFS 


In I. and S. No. 4148, the Commission has suspended from 
October 20 until May 20 schedules in supplement 41 to Pope’s 
I. C. C. No. 1612. The suspended tariff proposes to cancel the 
present water-and-rail commodity rates on paper and paper 
articles, in less carloads, from Providence, R. I., New York, 
N. Y., Philadelphia, Pa., and Baltimore, Md., to Lynchburg, 
Roanoke and Bristol, Va., and to apply higher third-class rates 
in lieu thereof. 

The following is illustrative, rates in cents a 100 pounds, 
printing or wrapping paper, L. C. L., to Lynchburg, Va., from 
New York, N. Y., present, 47.5; proposed, 71; and from Balti- 
more, Md., present, 44; proposed, 53. 

The case has been set for hearing in Washington Novemeber 
14 before Examiner Konigsberg. 

Acting on the request of coastwise steamship lines, for 
suspension of proposed reduced rates on citrus fruit from Florida 
to north Atlantic ports, the Commission has suspended the rates 
from October 21 to May 21 in I, and §S. No. 4149, citrus fruits, 
Florida to north Atlantic ports, and has assigned the case for 
hearing November 18 in Washington before Examiner Archer. 

The schedules suspended are contained in supplement 40 to 
Agent Roy Pope’s I. C. C. No. 1828. The reduced rates are pro- 
posed to meet truck and water competition. The following, 
according to the Commission, is illustrative of the proposed cuts: 
To New York from Jacksonville, 78 to 51 cents; from Arcadia, 
Fla., 98 to 70 cents, and from Tampa, 94 to 68 cents. 

In I. and S. No. 4150, the Commission has suspended from 
October 25 until May 25, schedules published by Pope in supple- 
ment 13 to his I. C. C. No. 1540, and supplement 93 to his I. C. C. 
1635. The suspended schedules propose to cancel the present 
emergency charge on sand, gravel, crushed stone, and related 
articles, carloads, which is 7 per cent of the line haul transpor- 
tation charge, subject to a maximum charge of 1 cent per 100 
pounds, except that no emergency charge is applicable wiere 
the line haul rate is $1, or leSs, and to apply in lieu thereof a 
specific emergency charge of 5 cents per ton, except that no 
emergency charge will be applicable where the line haul rate 
is 60 cents, or less, on traffic moving principally between points 
in southern states, which would result in both increases and 
reductions. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for July, 
1935, showed 10,183 cars held overtime—a percentage of 05.31— 
as against 11,735 cars—a percentage of 05.57, for July, 1934. 
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C. G. W. REORGANIZATION 


The Chicago Great Western Railroad Co. in Finance No. 
10772, Chicago Great Western reorganization, has asked the 
Commission to ratify the appointment of Patrick H. Joyce and 
Luther M. Walter to be trustees for its reorganization under 
section 77 of the bankruptcy act. Messrs. Joyce and Walter 
were named by the federal court for the district of Illinois, 
eastern division. 

The application for ratification or approval sets forth that 
Mr. Joyce is president of the corporation, born at Chicago in 
1879, and lists employment prior to that time including his 
work as a laborer in the Union Stock Yards at Chicago, 1900-4. 
He is a director of the Pullman-Standard Car Export Co. and 
a director of the Marion Steam Shovel Co., Marion, O., neither 
of which company, it is asserted, has any business relations, 
affiliations or connections of any character with the debtor or 
any of its affiliated interests. 

Among other securities owned by Mr. Joyce are 12,550 
shares of the preferred stock and 6,550 shares of the common 
stock of the debtor; 12,000 shares of the common stock of the 
Pittsburgh Screw and Bolt Co.; 2,015 shares of the common 
stock of the Bremo Corporation; a $15,000 note of the Marvel 
Co., Chicago, Ill.; an $18,000 note secured by mortgage and a 
note of $11,500 secured by mortgage on buildings in Chicago. 
His wife, Ida F. Joyce, owns, among other things, $13,000 first 
mortgage bonds of the Chicago Great Western. Mr. Joyce, the 
application said, was also shown on the books of the Chicago 
Great Western as a holder of 128,600 shares of preferred stock 
of the debtor corporation endorsed in blank and delivered by 
appointee immediately after their issuance several years ago. 
Mr. Joyce, it is asserted, now has no beneficial or other interest 
in that stock. 

Mr. Walter, in an affidavit concerning himself, said he was 
born in Kentucky in 1877 and was a lawyer. He said that he 
had not within one year of his appointment been an officer, 
director or employe, of the debtor corporation, or any subsidiary 
corporation, or of any holding company connected therewith, 
and had no business relations, connections or affiliations of any 
character, either direct or indirect, with any individuals, part- 
nerships, associations, corporations or other organizations, with 
the single exception that with other individuals he owned an 
industrial plant at Matteson, III. 

Mr. Walter said he owned 600 shares of the Baltimore & 
Ohio stock and bonds of that company of the face value of $7,500; 
bonds of the C. R. I. & P. of the face value of $6,000; and bonds 
of the Great Northern, face value of $1,000. 


C. & E. I. REORGANIZATION 


In support of a petition of intervention filed in Finance No. 
9952, Chicago & Eastern Illinois Railway Co. reorganization, the 
protective committee for the Chicago, Rock Island & Pacific 
Railway Co. 7 per cent and 6 per cent preferred stock said the 
Commission “as an administrative agency of the Congress, 
should, even more than the courts, hesitate so to construe a 
federal statute (section 77 of the bankruptcy act) as to render 
any of its language ineffective and impractical, even where the 
language of a statute is ambiguous and susceptible of more than 
one interpretation.” 

This assertion was made in a memorandum of argument in 
support of the petition of intervention which was denied by 
Director Sweet when the hearing was held on the debtor’s plan 
of reorganization of the Chicago & Eastern Illinois. The com- 
mittee submitted what it called a plan of reorganization calling 
for the reorganization and consolidation of the Rock Island, the 
St. Louis-San Francisco and the C. & E, I. Director Sweet con- 
strued section 77 as not permitting intervention by the com- 
mittee, intervention being limited to “any party in interest.” 
The committee claimed that it was a party in interest to the 
proceedings involved in the reorganization of the C. & E. I. 

_ “The interest of this committee in the C. & E. I. proceeding 
arises,” says the memorandum of argument, “by reason of the 
fact that the committee has duly filed a plan of reorganization 
in the pending proceedings involving the Chicago, Rock Island & 
Pacific Railway Co., which plan embodies the consolidation and 
reorganization of the Rock Island with the C. & E. I. and the St. 
Louis-San Francisco Railway Co. ... By reason of having filed 
in the Rock Island proceedings its plan of reorganization and 
consolidation pursuant to the authority of the act, the commit- 
tee has become a ‘party in interest’ to the proceedings for the 
reorganization of the C. & E. I. and the Frisco within the mean- 
ing of sub-section (d) of the act. 

“This is apparent from a consideration of the broad aspects 
of the plan itself. As in any plan involving both the reorganiza- 
tion of two or more railroads and their consolidation, the reor- 
ganization of each carrier is inextricably interwoven with the 
consolidation of both or all of them. For example, the commit- 
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tee’s plan involves the issuance of bonds by the proposed con- 
solidated company, which are to be secured by mortgage liens 


upon the consolidated system as a whole. The relative treatment 
of different securities gives weight to traffic and transportation 
elements contributed by each carrier to the unified system. It 
may be said that the plan is not a reorganization plan for any 
one of the three roads involved, for the reason that it is definitely 
incomplete if applied independently to any one of the three 
roads. Therefore, an adequate consideration of the plan by the 
Commission at all appears necessarily dependent upon the Com- 
mission’s giving consideration to the plan in each of the pending 
proceedings affecting the Rock Island, the Frisco and the C. 
& E. I. 

“It is apparent also that if the C. & E. I. proceedings and the 
Frisco proceedings are completed and either or both of such 
roads are independently reorganized, the committee’s plan of 
reorganization and consolidation would be rendered impossible of 
effectuation and would become, as an entirety, impracticable in 
the Rock Island proceedings.” 


NEW HAVEN REORGANIZATION 


Following on the heels of the refusal of the Commission to 
approve its application for a loan from the RFC in order to meet 
current taxes, the New York, New Haven and Hartford filed a 
petition for reorganization under section 77 of the bankruptcy 
law in federal court at New Haven, Conn., October 23. Current 
taxes due and overdue,according to the petition, were $4,426,330 
and there were other items due amounting to over $11,000,000. 
To meet these, the petition says, only $5,936,306 was available. 
Hearing was set for November 6. A copy of the petition was 
received by the Commission and numbered Finance No. 10992. 

“Careful thought has been given to the possibility of some 
so-called ‘voluntary’ moratorium or adjustment of obligations 
without resorting to judicial proceedings,” said Howard S. Pal- 
mer, president of the railroad. “A study of the problem in the 
light of experience of other roads with even less complicated 
financial structures than the New Haven has convinced the man- 
agement that such an adjustment could not be accomplished and 
that the diverse interests of numerous and widely scattered hold- 
ers will be best served under a section 77 proceedings.” 

Revenues of the railroad decreased from $142,000,000 in 1929 
to an estimated $70,000,000 in 1935, Mr. Palmer said. The road 
had outstanding as of August 31 $206,155,300 in stock and $257,- 
541,000 in bonds, he said. Loans in recent years included $90,- 
175,000 to cover instalments on equipment trusts, deficits in 
income and necessary betterments, and $5,250,000 of government 
employment money spent in repairs. Pledges on these loans 
exhausted the collateral of the railroad, Mr. Palmer said. 


Saying that it was unable to certify that the New York, 
New Haven, and Hartford Railroad Company might reasonably 
be expected to meet its fixed charges, without a reduction there- 
of through judicial reorganization, the Commission, in Finance 
No. 10979, New York, New Haven & Hartford Railroad Com- 
pany reconstruction loan, has denied the application of that 
carrier for approval of a $5,000,000 loan from the RFC. 


The Commission added that it was not able to find that the 
requested loan would be fully and adequately secured by the 
deposit of the collateral offered by the applicant. The collateral 
offered as security was a promissory note or notes and the 
collateral now pledged with the RFC as security for existing 
loans; its equity in the collateral pledged with the Railroad 
Credit Corporation, and securities in its treasury on which the 
Commission said there were no available current quotations. 

At present the company owes the RFC _ $7,699,778.34. 
Pledged as security for that loan are stocks, debentures, notes 
and some bonds. Among the items pledged are $18,993,300 of 
New York, Ontario & Western common stock; $4,277,300 of 
the capital stock of the Old Colony Railroad; $5,398,100 of the 
common stock of Berkshire Street Railway Co.; $3,333,000 of 
the notes of that company; $4,398,000 7 per cent demand notes 
of the Boston Railroad Holding Co.; $1,500,000 of the New Eng- 
land Transportation Co. stock; $1,318,500 of the notes of the 
New England Transportation Co.; $1,374,684 of the notes of the 
New York & Stamford Railroad Co.; $1,500,000 stock of the 
New York Connecting Railroad; $3,151,000 of the 4% per cent 
first mortgage bonds of the New York, Westchester & Boston 
Railway; $1,100,000 of the mortgage notes of the Park Square 
Realty Trustees; and $7,903,047 of advances to the Grand Cen- 
tral Terminal Co. 

The Commission said it had also approved maintenance and 
acquisition loans from the Public Works Administration total- 
ing $7,100,000. The Commission in its report said that the 


New Haven had paid the railroad credit corporation under the 
“marshaling and distributing plan, 1931,’ $1,490,783.82, which 
amount was exclusive of $23,214.98 representing refunds on ac- 
count of taxes paid. 


The New Haven, the Commission said, 
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had outstanding loans with the credit corporation of $3,428,225.66, 
evidenced by three demand notes. 

The application that was denied was filed October 10. The 
New Haven said it needed the money to assist in the payment 
of taxes falling due between October 10, 1935, and January 1, 
1936, in the amount of $5,009,100 and equipment-trust install- 
ments principally due on December 1, 1935, and January 1, 1936, 
aggregating $442,000. 

As of August 31, 1935, the applicant, the Commission’s report 
said, had loans and bills payable in the amount of $25,703,226, 
of which $16,275,000 represented outstanding bank loans. The 
Commission said that the company had sought additional loans 
from various banking institutions without success and that it 
insisted it was unable to obtain the desired funds from any 
source other than the RFC. 

Under the caption, “necessities of the applicant,” the Com- 
mission said a cash statement of receipts and disbursements for 
the current year accompanied the application. In it the actual 
results were detailed for the nine months ended with Septem- 
ber and the remaining three months were estimated. The Com- 
mission said the total cash receipts were estimated at $108,- 
961,000; total cash disbursements, $116,331,000; a net deficit of 
receipts, less disbursements, of $7,370,000; and a cash deficit of 
$4,496,000, as of December 31, 1935, without the loan requested. 
These cash balances, the Commission said, were exclusive of 
the requirements to meet bank loans amounting to $16,275,000, 
which would mature in the coming year and which the applicant 
anticipated will be renewed, and the receipts, disbursements and 
balance of funds obtained from the Federal Administrator of 
Public Works covering car repair and improvement and rail 
program, as it was expected that these items would practically 
offset each other. 

Taxes of the applicant amounting to $4,224,100, the Com- 
mission said, were due between October 10 and October 31, 
1935; $676,000 due in November, and $109,000 in December. 

In setting forth the applicant’s condition the Commission 
said the general balance sheet showed $565,564,972 as total in- 
vestments August 31, 1935. Total current assets were shown 
as $16,734,739. The deficit in the New Haven’s total corporate 
surplus was $704,002 and a deficit of $3,170,492 in profit and loss 
balance. 


The applicant’s income account, which included the central 
New England Railway Co. and Harlem River & Port Chester 
Railroad Co., the Commission’s report said, showed that net 
revenue from railway operation averaged $34,194,522 a year in 
the 10-year period, 1921 to 1930. Gross income averaged $27,- 
200,626, of which $5,891,468 constituted non-operating income. 
Deductions left $21,756,969 available for interest. In that period, 
the Commission said, interest on the debt averaged $15,062,203 
and net income $6,694,767. 


Railway operating revenues decreased, said the Commis- 
sion, from an average of $135,359,740 in this 10-year period to 
$100,331,093 in 1931, $74,973,252 in 1932, $67,224,751 in 1933, and 
$69,283,110 in 1934. For 1935, with the last four months esti- 
mated, the applicant, the Commission said, anticipated that it 
would amount to $70,438,009. Net income amounted to $9,179,869 
in 1931, but in 1932, 1933 and 1934 deficits were $393,047, 
$4,853,832 and $5,532,114, respectively. 

For 1936 the applicant estimated that its deficit in net in- 
come would amount to $254,000 and $1,382,000 after guarantees. 
Those estimates were based on an estimate of revenue which, 
the Commission said, was optimistic. 

Calling attention to the provisions of section 5 of the RFC 
act the Commission said it was required in connection with an 
approval of a loan to a railroad not in receivership or trustee- 
ship, for purposes other than the maintenance or purchase of 
equipment, to certify that the railroad, on the basis of present 
and prospective earnings, might reasonably be expected to 
meet its fixed charges, without a reduction thereof through 
judicial reorganization. 

“Considering all the circumstances affecting the applicant’s 
prospective earnings in so far as we can analyze them,” said 
the Commission, “we are unable so to certify. Neither are we 
able to find that the requested loan would be fully and ade- 
quately secured by the deposit of the collateral offered by the 
applicant.” 


LOANS TO RAILROADS 

In Finance No. 10970, Gulf, Mobile & Northern Railroad Co. 
public works improvement, the Commission, by division 4, has 
approved as desirable for the improvement of transportation 
facilities, railroad maintenance by the G. M. & N., estimated to 
cost $300,000, to be financed by a PWA loan of not exceeding 
$300,000. The project includes the purchase and installation 
on 30 miles of the New Orleans Great Northern of 4,333 tons of 
90-pound rail with necessary fastenings, ties, and ballast, and is 
in furtherance of a five-year rehabilitation program. The New 
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Orleans Great Northern is leased to the applicant for a period of 
99 years. 

In Finance No. 9664, Lehigh Valley Railroad Co. reconstruc. 
tion loan, the Commission, by division 4, in a third supplementa] 
report, has approved an extension of time of payment, for periods 
not ending later than January 1, 1938, of two loans from the RFC, 
each of $1,000,000, maturing October 31 and November 28. Prior 
reports are in 187 I. C. C. 651, 189 I. C. C. 109, and 199 I. C. ¢, 
205. 


The Commission, by division 4, in Finance No. 9148, Erie 
Railroad Co. reconstruction loan, embracing also Finance No, 
9655 and 10689, Erie Railroad reconstruction loan, 187 I. C. ¢, 
679 and 202 I. C. C. 609, has approved extension of the time 
for the payment of loans from the RFC. The loans, extension 
of which has been approved, follow: $1,800,000 maturing October 
21; $1,900,000 and $2,775,000 maturing November 30; $363,000 
maturing December 14; $1,068,000, $947,000, $913,000 and $251,000 
maturing December 27; and $2,102,310.60 maturing January 3, 
1936. The extensions are for periods not exceeding three years. 
The loans aggregate $12,119,310.60. The extensions are approved 
on the condition in respect of the loan of $2,775,000 maturing 
November 30 that loans by banks to the applicant in the amount 
of $2,575,000 maturing on the same date be extended to a 
maturity date not earlier than the maturity date of the ex- 
tended RFC loan. 


FINANCE APPLICATIONS 


Finance No. 10987. Southern Railway Co. asks for certificate 
of public convenience and necessity authorizing the abandonment, 
or, in the alternative, the abandonment of the operation, of that 
portion of its leased line from Mobile, Ala., to Marion Junction, Ala., 
extending from a point 1,350 feet south of mile post 88-MB, which 
mile post is approximately 2,100 feet south of the depot at Jackson, 
Ala., to mile post 91-MB, at Carson, Ala., a distance of approximately 
2.75 miles, all in Clarke and Washington counties, Ala., which said 
portion of line, together with the other property of Mobile & Bir- 
mingham Railroad Co., is held and operated by Southern Railway 
Co. under a lease from Mobile & Birmingham Railroad Co. for a 
term of 99 years from March 1, 1899, with the right in the Southern 
to renew for additional terms of 99 years each. The portion of the 
line which applicant seeks to abandon consists of a bridge across 
the Tombigbee River, approaches and small portions of track be- 
tween the approaches to the bridge and the station served on either 
side of the river. The applicant said the Secretary of War had or- 
dered it to make alterations in the bridge, held to be an unreason- 
able obstruction to free navigation, September 20, 1929, but that it 
had not had available funds which it could devote to the work re- 
auired. Time for compliance with the order was extended to February 
7, 1933, and thereafter legal proceedings were begun by the Secretary 
of War charging the violation of the applicable statute. Applicant 
said it had the alternative of altering and rebuilding the bridge to 
comply with the order of the Secretary of War or of removing the 
bridge from the river, adding it could not do the latter without per- 
mission of the Commission. It had hesitated to file an application 
for such authority, hoping that with the restoration of normal busi- 
ness its earnings on the leased line and its other lines would enable 
it to meet the requirements of the War Department as to altering 
the bridge. Applicant said this hope had not been realized. On the 
contrary the operation of the leased Mobile-Marion Junction line 
resulted in a deficit, after fixed charges, of $327,038.97 in 1933 and 
$187,864.14 in 1934, and, excluding all such charges, a large deficit in 
each of said years, and anpplicant’s income account showed a deficit 
of $734,799.96 in 1933 and $2,795,243.32 in 1934, acconding to the appli- 
cation. In view of the circumstances the applicant concluded to ask 
authority to abandon the part of the line in question. It said that 
if the authority herein sought was granted it would ,continue to serve 
every station and loading point on the line, by trains over the north- 
ern segment of the line operating between Jackson and Selma, Ala., 
— trains over the southern segment operating between Mobile and 

arson. 

_, Finance No. 10331. Supplemental application of Southern Pa- 
cific Co. for authority to modify certain terms and provisions of its 
10-vear secured four ner cent serial bonds in the principal sum of 
$12.000.000, issuance of which was authorized by the Commission by 
order dated March 23, 1934, so that the privilege of redemption of 
said bonds shall be waived and made ineffective, all of said bonds 
shall bear interest from a common date, November 1, 1935, and the 
definitive bonds may be issued and exchanged forthwith for the tem- 
norary bonds heretofore issued. These bonds were sold to the United 
States under PWA financing and were later purchased by the Recon- 
struction Finance Corvoration. ‘The changes for which authority is 
sought are asked bv the RFC. 

Finance No. 10988. Trustees of Chicago, Rock Island & Pacific 
Railway Co. ask authority to abandon line extending from Ingersoll, 
Okla... to Anthonv, Kan., 32.83 miles. part of a line owned bv the 
Choctaw, Oklahoma & Gulf Railroad Co... and leased by Rock Island. 

Finance No. 10989. Pennsvlvania Railroad Co. asks authority to 
abandon that portion of its Coal Lick Run Branch extending from 
the Liberty Coal & Coke Co. Mine No. 1 at Valuation Station 289 
rlus 00, to the terminus of said branch at a connection with the 
Monongahela Railway at Ache Junction, Fayette County, Pa., a dis- 
tance of 2.55 miles. 

Finance No. 10990. Baltimore & Ohio and the Buffalo & Susque- 
hanna ask authority to abandon that part of the Buffalo & Susque- 
hanna’s Keating Summit branch, at Keating Summit, Pa., about 7.66 
miles in length. The Baltimore & Ohio operates the branch. The 
line marked for abandonment, the application says. traverses 4 
wooded section of country without population or industries. Pas- 
senger service, the application says, was discontinued in April, 1933, 
and that the present freight service, consisting of one round trip 
every other week day, yielded revenue that was negligible. 

Finance No. 10991. Chicago & North Western Railway Co. asks 
authority_to abandon its Jeffris branch, a little more than 2 miles 
long, in Lincoln County, Wis. The timber around the branch line, 
the application says, has been cut out and the cut-over land is not 
suitable for any considerable agricultural development. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National ae wd a 





blished by “= Publishing Co., St. Paul, Minn. Copyri 
- 1935, by West Publishing Co.) — 
(Circuit Court of Appeals, Second Circuit.) Benefits of 


Harter Act may be waived by shipowner (Harter Act, 46 USCA, 
Secs. 190-195). (The Grecian, 78 Fed. Rep. (2d) 657.) 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National mee aA a 
ublished >" wes Publishing St. Pa Copyri 
’ 1935, by West Publishing Co.) _ 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Third Circuit.) Interstate Com- 
merce Commission has jurisdiction to award damages as repara- 
tion for actual loss sustained through unlawful preference (In- 
terstate Commerce Act, Sec. 16 (1), as amended, 49 USCA, Sec. 
16 (1), as amended). (Pennsylvania R. Co. vs. Terminal Ware- 
house Co., 78 Fed. Rep. (2d) 591). 

Phrase “full amount of damages,” within provision of In- 
terstate Commerce Act making carrier liable for full amount 
of damage sustained in consequence of violation of act, includes 
damages for injury to business, including shrinkage of normal 
business profits (Interstate Commerce Act, Sec. 8, 49 USCA, Sec. 
8).—Ibid. 

Where nonfavored warehouseman, complaining of discrim- 
ination by railroad in favor of another warehouseman, peti- 
tioned Interstate Commerce Commission for cease and desist 
order which was granted, and for award of damages by way 
of reparation which was denied, nonfavored warehouseman 
held to have elected its remedy, barring its subsequent action 
in District Court against railroad and favored warehouseman 
for treble damages under anti-trust law, based on substantially 
same evidence (Interstate Commerce Act, 49 USCA, Sec. 1 et 
seq.; Sherman Anti-Trust Act, Secs. 1, 2, 15 USCA, Secs. 1, 2; 
Clayton Act, Sec. 4, 15 USCA, Sec. 15).—Ibid. 





(Circuit Court of Appeals, Seventh Circuit.) Stipulations 
of facts found by court in milling company’s action against rail- 
way company for refund of inbound freight charges paid accord- 
ing to milling and transit tariffs held to show that plaintiff’s 
traffic manager converting or embezzling proceeds of defendant’s 
drafts in favor of fictitious persons, in Whose name such manager 
presented refund claims, was authorized to receive payment of 
refunds and direct payment thereof to parties selling grain to 
plaintiff, so that resulting loss was plaintiff’s, not defendant’s. 
(Acme-Evans Co. vs. C. C. C. & St. L. Ry. Co., 78 Fed. Rep. (2d) 
543). 


Cc. M. ST. P. AND P. TRUSTEES 


The Chicago, Milwaukee, St. Paul and Pacific, in finance No. 
10882, Oct. 25, filed application with the Commission for ratifica- 
tion of the appointment of H. A. Scandrett, Walter J. Cummings, 
and George I. Haight to be trustees of that property. 


ALABAMA EMERGENCY CHARGES 


The Commission has discontinued its proceeding in No. 27058, 
emergency freight charges within Alabama, the Public Service 
Commission of Alabama having eliminated necessity for the 
Investigation by the Commission by action authorizing increases 
on intrastate traffic similar to those permitted by the federal 
Commission for interstate traffic, according to the order of the 
Commission (not a report and order). 


MONONGAHELA-KANAWHA MERGER 
Approval has been given by the Commission, division 4, in 
Finance No. 10963, Monongahela West Penn Public Service Co. 
merger, to the consolidation of the properties of that company 
and those of the Kanawha Traction & Electric Co. They are 
public service companies, owning and operating about 70 miles 
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of electric railway lines in West Virginia and Ohio which per- 
form freight switching service at junction points of steam rail- 
roads. All the stock of the Kanawha is owned by the Monon- 
gahela West Penn. The merger, they said, would permit the 
elimination of duplication of unnecessary personnel, facilities 
and equipment. 





HARD COAL TO NEW JERSEY 


The Commission October 21 refused to suspend tariffs of 
hard coal carrying railroads that provide for the extension of 
truck-compelled rates on anthracite coal from Pennsylvania 
mines to northern New Jersey points, from various dates near 
the end of October to April 30, 1986 (see Traffic World, Octo- 
ber 19, page 665). 


RAILROAD FACTS 


The average railway employe in 1934 received $1,508 in 
wages, according to the 1935 edition of Railroad Facts, issued 
by the Western Railways Committee on Public Relations. This 
figure represented an increase of $42 over the 1932 average 
earnings and of $63 over the average for 1933. 

The 12,000 railway executives, officials and staff assistants, 
including the presidents, vice-presidents, general and division 
officers, received average wages of $5,120 in 1934. The 165,000 
professional, clerical and general employes received an average 
of $1,649 apiece, while the 209,000 men employed in the mainte- 
nance of the railways’ tracks were paid an average of $975. 

The 277,000 machinists, carmen, boilermakers, helpers and 
others employed in the maintenance of equipment and stores 
departments of the railroads received average wages of $1,341, 
and the 125,000 station agents, telegraphers, crossing watchmen, 
etc., received an average of $1,345. The 12,000 yardmasters and 
other yard service employes averaged $2,047 in wages and the 
209,000 engineers, firemen, conductors and brakemen received 
an average of $1,998 apiece. 

The average railway employe worked 2,376 hours last year, 
or 77 hours more than he worked in 1933. His average hourly 
earnings amounted to 62.9 cents in 1933 and to 63.5 cents in 1934, 
this latter figure exceeding, by about one-half cent per hour, the 
average of 63.1 cents paid in 1925 and 1926. 

Due to increases in hours worked in average hourly earn- 
ings, and in the total number of men employed, the railway 
payroll in 1934 totaled $1,520,000,000, an increase of $115,000,000 
over 1933. In the first seven months of 1935 the total railroad 
payroll amounted to $939,000,000, an increase of $59,000,000 over 
the same months a year ago. 





FREIGHT COMMODITY STATISTICS 


In its quarterly statement on freight commodity statistics 
of Class I steam railways in the United States, second quar- 
ter, 1935, the Bureau of Statistics of the Commission shows 
the following for the country as a whole: 


Revenue Tons Originated 
(second quarter) 








Increase 
1935 over 
1935 1934 4 

Products of agriculture ......... 14,295,795 16,089,092 1,793,297* 

Animals and products .......... 3,506,825 4,298,541 791,716* 

PUOUIOTS GCE MAUMOB 2 ccccccccscees 108,620,236 107,688,689 931,547 

EPPORUOIS GCF TOTORED «occ cccccssose 9945, 817 10,000,541 54,724* 

Manufactures and miscellaneous ~ ey 952 51,066,933 1,940,981* 

Aas, CS. Ta THOME ccicccsscacesa 3,502,975 3,722,528 219,553* 

TR kk ss cndeserccsaweranieces 188,997,600 192,866,324 3,868,724* 

Revenue Tons Originated 
(first two quarters) 
Increase 
1935 over 
1935 1934 1934 

Products of agriculture ......... 29,113,375 33,230,699 4,117,324* 

Animals and products .......... 7,065,681 8,531,274 1,465,593* 

ProGucta Of GAMGE 2... ccccccccese 213,800,609 218,628,207 4,827,598* 

ProGucts of f0TeStS 2.0 ccsccccece 19,107,635 18,820,801 286,834 

Manufactures and miscellaneous 94,286,805 93,240,565 1,046,240 

ee Bal XS. ea SOO on 6 iv0005560 6,732,893 7,170,035 437,142* 

BREE FAceeks ade Trusecuaven 370,106,998 379,621,581 9,514,583" 
*Decrease. 


RAIL CREDIT CORPORATION 


The Railroad Credit Corporation, October 31, will make its 
twenty-first liquidating distribution to the participating car- 
riers of $735,885, of which $379,926 will be in cash and $355,959 
in credits on obligations due the corporation, according to E. G. 
Buckland, president. With this distribution the corporation, 
said he, would have returned to the participating carriers $26,- 
491,859, the equivalent of 36 per cent of the fund of which 
$12,045,213 will have been paid in cash and $14,446,646 in credits. 
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Transport Ass’n Program 


Organization Set-Up and Program for Research and 
Education Developed and Made Public by Trans- 
portation Association of America 


The Transportation Association of America has completed 
an organization outline and a basic program for research and 
education. The organization outline is as follows: 


The basic program adopted by the association is necessarily com- 
prehensive and to complete it, in its entirety, will require time. How- 
ever it is desirable that any initial statement of purpose shall be suf- 
ficiently embrasive of the successive steps to be undertaken as to 
promote public recognition of the magnitude of the problem and the 
cooperation necessary from all interested elements. Attention will 
first be directed to matters of immediate importance—such as the 
government ownership issue—while the long time features of the pro- 
gram will be carefully developed in cooperation with existing research 
and educational agencies, wherever possible. 


The Organization 


The activities of the association will be supervised by the board 
of directors of forty-eight. The directorate has been decentralized 
into permanent groups, each with definite jurisdiction over specific 
phases of the program. The entire board' will meet together three 
times each year, and its executive committee of fifteen members will 
confer at regular intervals between meetings of the board. 

To conduct all functions of the association, the directors have 
divided their membership into three permanent groups, (1) the policy 
board, (2) the budget committee, and (3) the finance committee. 


Policy Board 


This group is composed of fourteen directors of the association 
and acts as a ‘“‘clearing house’ for the functions delegated to the 
divisions on research, laws, regulation and taxation and education. 


Division of Research 


The activities of this division have been divided into four parallel 
lines of study; (1) Private enterprise versus government ownership, 
(2) Transportation development and coordination, (3) Transportation 
trends, (4) The relation of transportation to marketing and distribu- 
tion. Appropriate committees composed of outstanding public leaders 
as well as members of the board of directors have been appointed to 
supervise the conduct of the program of each respective section. 


Division of Laws, Regulations and Taxation 


The program of this division is being directed by an outstanding 
committee on American jurisprudence and will embrace a complete 
codification and analysis of transportation law, and the administra- 
tion thereof, both federal and state; a survey of the present tax bur- 
den, its necessity, and causes thereof. This division will develop the 
effect and need for past, present and proposed legislation, viewing 
its conclusions solely from a public standpoint. 


Division of Education 


The activities of this division have been projected ky the board 
of directors within the following segregations: 

(1) Relations to the public press, (2) Meetings with members in 
states and districts. (3) Dissemination of bulletins, pamphlets, and 
the use of other means of direct public contact. (4) Assistance to 
schools, colleges and universities. 


The Budget Committee 


The budget committee appointed by the board of directors is 
composed of fourteen of its members and maintains direct supervision 
over all details of expenditure. ‘ 


The Finance Committee 


_ This committee is responsible for the fixing of membership dues 
in the three classifications of individual, associate and sustaining. 


The Membership 


That the Association may at all times be truly representative of 
the best public interest in transportation, membership dues and 
classifications have been so constructed as to assure a balanced and 
impartial consideration.of all phases of the association’s activities. 
The association has not been sponsored, financially or otherwise, by 
any one group or interest, and does, through its board of directors, 
represent a Sincere expression of interest and concern in the problems 
confronting America’s greatest industry. Membership in the associa- 
tion is subject to a declaration of acceptance of the principles of pri- 
vate ownership and competition. 


The program as released for publication is under three 
heads. The first embraces research for the ascertainment of 
facts bearing on government ownership, the second research to 
assist in the. development of an adequate and balanced system 
of transportation and the third a program of education. They 
are as follows: 


Part 1 


Research for the Ascertainment of the Facts of Government 


Ownership: 

Under this heading, exhaustive research, under the direction of 
the division on research, has been instituted by the association. 
Among the subjects being studied, and proposed for study, are the 
following: 

(1) The experience with government ownership of transportation 
agencies in other countries; the conditions leading to government 
ownership; methods of assumption and management by governments: 
and the results from the standpoints of service and charges, and 
effect upon taxes. 


” (2) The experience in this country with public ownership, federal, 
ee and municipal, of service institutions—water lines, traction 
ines, terminals, warehouses, airports, utilities—and the effect of this 
competition upon private enterprise. : 

th (3) The necessity for, and effect of, governmental subsidies, and 
‘he results in respect to maintenance of adequate standards of labor 
and service to the public. 
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(4) The debt structures—past, present, and prospective—of fed- 
eral, state, county, and municipal governments, incurred by expendi- 
tures on transportation facilities, and public benefit therefrom, with 
the facts of original cost, maintenance, interest, and amortization. 

(5) The effect upon the tax income of states, counties, cities, 
towns, and school districts, from government ownership of transpor- 
tation, and the readjustment of the tax burden. The present tax bur- 
den upon transportation and its relationship to transportation costs. 
What is a proper definition of the term ‘‘taxes’’? 

(6) The cost factors in transportation beyond the control of man- 
agement, resulting from Federal and State legislation, and the effect 
of these factors upon adequate service to the public, costs of trans- 
portation, and returns on private capital. 


Part Il 


Research Looking toward the Development of an Adequate and 
Balanced System of Transportation: 

In this branch of its activities, the Association has initiated stud- 
ee by its division on research, of the following transportation prob- 
ems: 

(1) The financial aspects of transportation—analysis of operating 
expenses; income; investment in existing transportation facilities; 
the determination of the annual income requirements for improve- 
ments and betterments, interest, amortization of debts, and a fair 
and reasonable return on investments; financial reorganizations; the 
financial aspect of consolidations, terminal unifications, depreciation, 
and obsolescence; methods and principles of transportation financing. 

(2) The physical aspects of transportation—a survey of existing 
transportation facilities of all kinds, to determine whether or not 
there has been over-development of such facilities, generally or lo- 
cally; cost of over-development and how it can be reduced; studies 
to determine the best combination of facilities to serve the public 
adequately on remunerative rates; determination of the relative costs 
of the different types of facilities necessary to perform given services. 

(3) Public needs and transportation service—analysis of trans- 
portation service by types of facilities and classes of commodities; 
size and character of shipping units; marketing methods as related 
to types of commodities; rate structures as related to different forms 
of transportation and classes of commodities; sources of commodity 
supplies as related to markets and the orderly marketing of perish- 
ables, livestock, farm products, and commodities in general. 

(4) Current trends of transportation service—What they are and 
why—new developments in transportation—inter-relationship of in- 
dustry and transportation. 

The division on laws, regulation, and taxation of the association 
has initiated a comparative analysis of existing regulation abroad 
and in this country, national and state, and of the administration of 
regulatory provisions, together with their effects upon transportation 
service and private ownership; examination of suggested changes in 
regulatory provisions, either Tor extension or modification in the light 
of public needs; development of suggestions for modification or ex- 
tension, of administrative powers, and changes in administrative at- 
titude; determination of safety factors in transportation of persons 
and property, and the adequacy of federal and state legislation for 
enforcement of safety requirements. 

Part Ill 

A Program of Education for Conveying to the Public the Infor- 
mation Developed by the Association Through Its Research, Legal 
and Other Service Activities. 

A forum for public education, and wide-spread dissemination of 
the facts on transportation is a primary function of the association. 
This important work, under the direction of the division on educa- 
tion, will be conducted on a nation-wide basis through local, state, 
and regional meetings, bulletins, pamphlets, reports, and through the 
cooperation of magazines and newspapers. 

The country will be divided into nine regions, namely—New Eng- 
land, Middle Atlantic, Central, Southeastern, Southwestern, North- 
western, Rocky Mountain, Pacific Northwest, and Pacific Southwest 
regions. The association is now establishing regional offices. State 
chapters will be organized within each region. In the various states, 
there will be organized advisory committees selected to represent 
properly all classes of citizens. 

The members of the association are drawn from all walks of life, 
agriculture, industry, finance, all forms of transportation, and the 
public. On the board of directors, various sections of the country are 
represented, assuring balanced consideration of the entire transpor- 
tation program in the interests of the whole country. 

The association does not duplicate or approximate the objects or 
activities of other organizations. It is a single-purpose institution, 
dealing only with transportation in its many phases, and reaching a 
wide-spread and diffused membership of a magnitude not heretofore 
attempted by any other public organization dedicated solely to con- 
sideration of these vital problems. 


Traffic Men Asked to Join 


The association, October 21, announced that the first group 
to be invited to become associate members of the organization 
are the traffic executives and traffic managers of agriculture 
and industry. 

In extending this invitation Donald D. Conn, executive vice- 
president of the association, said that not only will the associa- 
tion actively oppose government ownership of any form of trans- 
port, but will also submit such economic contributions looking 
to sound alternate procedure as conditions may require. 

“We can render no greater service to America and to its 
taxpayers than to perpetuate the principle of private ownership 
and the practice of constructive competition in transportation,” 
said Mr. Conn. “This industry represents the very foundation 
of the country’s initiative and enterprise. Its frailties are in- 
consequential when compared to government in business. Our 
task is to present the transportation problem to the people 
through the application of impartial study and constructive pub- 
lic education.” 


Bockstahler Speaks at Richmond 
Transportation, viewed in its entirety, is dangerously near’ 


government ownership, and should this come about, it will mean 
that we will pass over to our political form of government, the 
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direct control of thirty-seven per cent of the nation’s buying 
power, was the declaration made at Richmond, Va., Oct. 21, by 
Walter Bockstahler, vice-president of the Transportation Asso- 
ciation of America, before the Richmond Traffic Club. Mr. 
Bockstahler spoke in place of Donald D. Conn, executive vice- 
president, who was prevented by illness from keeping the speak- 
ing engagement. 

Mr. Bockstahler said that “with such a weapon of influence 
supplemented by bureaucratic domination of finances and pay- 
rolls, this country may gravitate into a state of outright social- 
ism before business can be mobilized to prevent it.” The solu- 
tion of the transportation problem represents the “spear head” 
to the future relationship of government to all business, he 
said. The prevention of government ownership of this vital 
enterprise should be a challenge which every business man, 
every farmer, all industries, and individuals must accept as an 
obligation second to none at the present time, he said. 

In discussing the transportation problem, Mr. Bockstahler 
outlined a basic declaration of principles on which the Trans- 
portation Association of America had been founded and the 
following fundamental objectives of that organization: 


(1) Government should be confined to the functions defined by the 
Constitution. 

(2) All business, including transportation, should be owned and 
managed by private enterprise with a minimum of government inter- 
ference, either federal or state. 

(3) The Transportation Association of America, composed of 
transportation, agricultural, insurance, mining, manufacturing, finan- 
cial and other interests, has for its aim and purpose the combating 
of government ownership or operation of transportation facilities and 
government participation in private business. 

(4) Government should be responsive to broad public demand and 
not to organized minorities; therefore a wide-spread and informed 
public understanding, predicated upon the findings of impartial re- 
search, is vital to the intelligent solution of our national problems. 


Mr. Bockstahler referred to the serious financial position 
not only of the railroads but of truck operations, coastwise and 
inland shipping, and aviation. 

The speaker referred to the fact that in 1921 Congress ap- 
pointed a commission to study, among other things, the whole 
transportation problem and to recommend a sound national trans- 
portation policy. In 1922 this commission submitted its report 
and made 31 recommendations. Every phase and need of trans- 
portation was carefully considered by this congressional com- 
mission, including the then important and pressing question of 
our highway development. The commission recommended “that 
Congress continue to promote an adequate program of highway 
construction and maintenance, directed to the more effective 
correlation of highway transportation with rail and water trans- 
portation.” Congress has continued to promote an adequate 
program of highway construction but totally unrelated to either 
rail and water transportation, as recommended by their own 
commission, he said. Not one of the specific recommendations 
of this report were actually acted upon, he added. 

He said that each of the various forms of transportation 
was needed and that each mode should be utilized properly 
because progress could not be stifled and self-interest must 
give way to the public need. He said a vital need existed for 
an intelligent approach to a sound solution of this perplexing 
problem. He said that the Transportation Association of Amer- 
ica represented the first comprehensive effort in America to 
solidify all major interests into an organized force to support 
private and competitive enterprise in the conduct of our largest 
business institution. 

“The government ownership issue is here,” he said, “because 
of public indifference on the one hand and because of the 
financial position of all classes of our transportation agencies 
on the other, and the question to decide is: Is the cause worth 
the struggle? Is the principle of individual enterprise in Amer- 
ica worth fighting for? If it is then we must face the facts— 
we must recognize the inevitable trend of events in the trans- 
portation field—and we must be about doing whatever is neces- 
sary, not alone to oppose every future effort of the government 
to own and operate the transportation systems but also to con- 
tribute in the best interests of the public to a workable long- 
time program which will make government ownership un- 
necessary.” 





TRANS PACIFIC AIR MAIL 


With the Pan American Airways the sole bidder for an 
air mail contract covering carriage of the mails across the 
Pacific Ocean, October 21, Postmaster General Farley said 
action on the bid would be expedited and at the same time he 
expressed the “fond hope” that he would soon be opening bids 
for similar service across the Atlantic Ocean, 

Pan American Airways has been testing planes in the pro- 
posed service to the Far East and it was anticipated it would 
be the sole bidder. The Pan American offers to carry the 
mails at the maximum rates specified in the advertisement for 
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bids (see Traffic World, Aug. 17, page 287) of two dollars a 
mile for specified load of 800 pounds and one dollar a pound a 
thousand miles in excess of the specified load. 

Establishment of air mail service across the Pacific, saigq 
Postmaster General Farley, would help aviation on the Pacific 
coast and would stimulate interest in domestic air service 
throughout the country. 

The proposed service would be between San Francisco ang 
Canton, via Honolulu and Manila. Mail will be carried at first 
but it is proposed to carry passengers later. 

Postmaster-General Farley announced Oct. 24 that the bid 
of the Pan-American Airways for the trans-Pacific air mail sery. 
ice would be accepted. 


AIR SERVICE TO SOUTH AMERICA 


Juan T. Trippe, president of the Pan-American Airways 
System, has announced new schedules to be put into effect 
November 1 that will bring Buenos Aires, South America’s most 
distant capital, within five and a half days’ flying time of New 
York and other principal cities east of the Mississippi, A 
fleet of thirty high-speed transports will be used in the service, 
They will average 150 miles an hour and will be fifty miles an 
hour faster than the average European mail and transport serv. 
ices, the announcement says. 


SHORT LINE OFFICERS 


J. M. Hood, of Washington, D. C., formerly operating officer 
of the Akron, Canton, and Youngstown Railway Company, Ak- 
ron, Ohio, was reelected president of the American Short Line 
Railroad Association at its twenty-first annual convention in 
New Orleans this week. Officers renamed to serve the or- 
ganization included: R. E. Schindler, Washington, D. C., sec- 
retary-treasurer; C. A. Miller, general counsel; J. P. Blanton, 
traffic manager. 

Delegates were told that the study of short line railroads 
in their relation to major lines and industries being conducted 
under the direction of the Federal Coordinator of Transporta- 
tion was nearing completion. 

Regional directors were elected by the groups from the re- 
spective districts, the selection for the Pacific Coast directors, 
however, being made subject to results of a referendum, the 
number of delegates from that district failing to reach the re- 
quired quorum. Directors selected by the various regions are 
as follows: - 

Eastern region—O. H. Nance, regional vice-president, Mary- 
land and Pennsylvania Railroad Company; A. F. Tidabock, 
Northampton and Bath Railroad; D. W. Thomas, Chesapeake 
and Western Railway; D. L. Tilly, New York Railway; H. C. 
Finch, Genesee and Wyoming Railroad; C. H. Jones, Chicago, 
South Shore and South Bend Railroad; William M. B. Lord, 
York Utilities Company; A. C. McDannel, Port Huron and De- 
troit Railroad. 

Western region—J. Fred Sheehy, regional vice-president 
Chicago Short Line Railway; H. G. Monger, Milwaukee Elec- 
tric Railway and Light Company; J. T. Morrison, Pullman Rail- 
road Company; T. J. Maloney, West Pullman and Southern 
Railroad; H. A. Benjamin, Des Moines and Central Iowa Rail- 
road; J. B. McCaffrey, La Salle and Bureau County Railroad, 
and George C. Wright, Minneapolis, Northfield and Southern 
Railway. 

Pacific region—Clarence M. Oddie, regional vice-president, 
San Francisco; H. K. Faye, Tucson, Cornelia and Gila Bend 
Railway; H. B. Tooker, Bingham and Garfield Railway; W. J. 
Gamble, Washington, Idaho and Montana Railway; D. M. Swobe, 
McCloud River Railroad, and W. L. White, Yosemite Valley 
Railroad. 

Southern Region—H. W. Purvis, regional vice-president, 
Georgia and Florida Railroad; J. A. Streyer, Atlanta and Saint 
Andrews Bay Railway; L. C. Bruce, Kentucky and Tennessee 
Railway; O. Arthur Kirkman, High Point, Thomasville and 
Denton Railroad; L. E. Smith, Tennessee Railroad; C. E. Wright, 
Chattahoochee Valley Railway; F. G. Hamblen, Greenville and 
Northern Railway; C. W. Pidcock, Jr., Georgia Northern Rail- 
way, and H. F. Bohr, Tennessee, Alabama and Georgia Railway. 

Southwestern region—C. C. Cary, regional vice-president, 
Sabine and Neches Valley Railway; H. B. Cobban, Northeast 
Oklahoma Railroad; Charles H. Sommer, Quanah, Acme and 
Pacific Railway; J. A. Fenimore, Joplin-Pittsburgh Railroad; N. 
H. Ragland, Paris and Mount Pleasant Railroad; V. A. Roane, 
Ashley, Drew and Northern Railway. 


DECISION TITLE CORRECTED 
In the digest in the Traffic World of Aug. 31, p. 356, in No. 
26670, the complainant was “Tennison” Brothers and not “Te2- 
sion” Brothers as stated. 
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October 26, 1935 


TRUCK RATE PRINCIPLES 


Following the open hearing held at Chicago last week (see 
Traffic World, October 19, page 662) the national rates and 
tariffs committee of the American Trucking Associations, Inc., 
adopted a set of five principles recommended to members and 
member associations to govern the making and publishing of 
original truck rates under the federal law. 

Though one of the principles recommends the adoption of 
rail classifications with necessary exceptions for truck traffic 
where no other general plan has already been worked out and 
accepted, the committee decided to begin itself to work out a 
simpler classification, designed especially for truck use, and 
pased on weight densities, valuation, susceptibility to damage and 
loss, and other circumstances peculiar to truck haulage. 

The five suggestions with reference to the original filing of 
rates were: 


1. A rate plan generaily accepted in any region should be retained. 
2. In all other regions the industry should adopt the applicable 
rail classification, with necessary exceptions. 

Rates adopted under such classifications should be as nearly 
uniform as possible for competing carriers, and should be based 
primarily on costs, but with consideration given to competitive con- 
ditions, the value of the commodity, the direction of the haul, cubical 
measurement, nature of commodity, value of service, the trade area, 
and the effect of the rate on the movement of traffic. 

4, Carriers operating on a time or mileage basis should file rates, 
also based primarily on costs as nearly uniform as possible. 

5. The so-called agency method of rate filing is the best method 
for arriving at uniform rates for competing groups of carriers. Such 
agencies should be set up or approved by A. T. A. 


MOTOR BUS CONVENTION 


(Special Correspondence from New Orleans) 

Speaking of the newly imposed duty of the Interstate Com- 
merce Commission to regulate motor transportation vehicles, 
Commissioner Eastman told the members of the National Asso- 
ciation of Motor Bus Operators at the Hotel Roosevelt, New 
Orleans, La., October 24, that “the bus part of the industry is 
comparatively simple and its regulation ought not to be too 
difficult.” 

“When it comes to the truck, however, the situation is ex- 
ceedingly complex and, in some respects, chaotic,” he added. 
“The practical difficulties of regulation will be as great as any 
the Commission has ever encountered. 

“The bus industry must, I think, have a good conscience, 
because it has not opposed regulation, but has welcomed it. 
The bus operators have advocated federal regulation for several 
years, but it was a long time in coming, because their cousins, 
the truck operators, were not of like mind. Finally, the latter 
saw the light and were converted, and the motor carrier act has 
ceased to be theory and is now a condition. To my mind, it is 
a very significant thing that those who are to be regulated were 
among the chief proponents of regulation. It shows how far 
we have traveled since the days when the federal government 
entered on the regulation of railroad, and I cannot help feeling 
that it also shows that the Interstate Commerce Commission 
may not be the meddlesome, deadening, and generally obnoxious 
institution that some would have the country believe. However 
that may be, I assure you that the Commission is anxious that 
neither you nor the general public shall be disappointed in this 
new venture in regulation.” 


In introducing himself to the bus operators, Mr. Eastman 
said that, in the last month, he had been acting as a sort of 
publicity agent for the Commission on the motor carrier act. 

“The Commission is, in some ways, an old fashioned public 
body,” said he, “and it has not taken up with the modern cus- 
tom of having a press agent and a publicity department, believ- 
ing itself to be sufficiently advertised, in general, by both its 
friends and its enemies. When occasion arises, therefore, for a 
little special publicity, we have to turn in and do it ourselves. 
... My previous appearances this month have been before the 
Baltimore Traffic Club, the American Association of Motor 
Vehicle Administrators, the American Trucking Associations, 
Inc., and the National Association of Railroad and Public Utilities 
Commissioners.” 

In the course of his wanderings last week, Mr. Eastman said, 
he rode for some distance by bus. But, he said, he did not do 
this as an appropriate preparation for this talk, but solely for 
reasons of convenience and practical utility. 

“All I craved that I did not have was a spot light for 
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reading,” said Mr. Eastman. “The ride was in territory where 
railroad fares are at the rate of a cent and a half a mile... 
There is no charge for this advertising.” 

After telling his auditors that, by this time, they probably 
knew of the Commission’s general plan of reorganization, Mr. 
Eastman diverged from his topic to say something about the 
Commission, ... He called attention to the fact that it was not a 
party of any branch of the government, though its duties partook 
of the legislative, executive, and judicial character, its members 
being appointed by the President, confirmed by the Senate, and 
not removable by either the President or Congress. He said he 
had been a member for sixteen years and there were some 
things about it he thought he knew. 

“One is that the country wishes the Commission to be 
precisely what it was designed to be,” said he, “namely, an 
independent, nonpartisan, and nonpolitical agency that will ad- 
minister the law justly in the light of the facts and in the 
spirit which the Supreme Court has aptly termed ‘coldest 
neutrality.’ 

“Certainly, the carriers and shippers who are most concerned 
with its activities bitterly resent any attempt at dictation or in- 
fluence by either the President or Congress and, so far as 
‘politics’ are concerned, using that word in its ordinary meaning, 
they want the Commission to be as free from suspicion as 
Caesar’s wife. 


“It may not have measured up fully to that high standard 
but, in my judgment, it has come reasonably close and I know 
that, in the selection of men for our bureau of motor carriers, 
we have looked and are looking for the men best qualified to do 
the work and are no more concerned with their political affilia- 
tions than we are with their religion. After they are with us, 
they can vote as they please, but their political activities will 
stop at that point... . What you want is sound, impartial, just 
and efficient regulation. It cannot be had under the ‘spoils 
system’ or any similar system.” 


Eastman Answers Questions 


The secretary of the association submitted a number of 
questions for Mr. Eastman to answer. One or two, he said, 
were rather intricate and he would not undertake to answer them. 

One of them was as to whether the word “procurement of 
and the provision of facilities” gave the Commission the right 
to inquire into the purchase. by operators of equipment, the 
building of terminals, etc. He said the Commission had no 
authority as to what equipment operators should buy or what 
terminals they should construct or what they should pay for any 
of these things. He said that, under section 204 (7), it had 
authority, just as it had in the case of the railroads, to inquire 
into the management of the business of motor carriers and to 
“keep itself informed as to the manner and method in which 
the same is conducted.” 

“If the Commission suspects,” said he, “that any carrier or 
group of carriers is guilty of improper practices in the purchase 
of construction of property, it can investigate and bring the facts 
to light, but, in such an event, the only remedy is the conse- 
quent publicity. The act does not undertake to substitute public 
for private management. 

“In this connection, a word of warning may not be amiss. 
Exploitation of railroads and public utilities has not been un- 
known in this country, and many devious ways have been found 
for the indirect extraction of profits from their operations. 
Construction contracts, management contracts, purchasing ar- 
rangements, and the like have been among these means of loot, 
and they have been greatly facilitated by the creation of hold- 
ing corporations and a maze of subsidiary and interrelated com- 
panies. The motor carrier industry has not as yet, so far as I 
know, been an attractive field for such exploitation, but the time 
may come when the pirates and harpies of the business world will 
scent opportunities, and it may come quickly. I hope that be- 
tween us we shall be able to keep the industry free from such 
depredations.” 

Commissioner Eastman said that, apparently, a question had 
arisen among the bus operators, as it had among the truck 
operators, as to whether the Commission would prescrihe the 
basis for determining rates before tariffs were actually filed. 

“The answer,” said he, “is that the act does not con- 
template that the Commission shall initiate rates in the first 
instance, but only that it shall regulate them, when occasion 
arises, once they are filed. The initial rates filed when the rate 
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portion of the act takes effect cannot even be suspended. We 
shall prescribe rules and regulations for the statement and 
publication of rates prior to the date when tariffs must be filed.” 
Pointing out that there was a distinction between regula- 
tion and management, he said the act did not place the man- 
agement of motor carriers in the hands of the government. 


Pointing out that the act commanded that the Commission 
should “regulate transportation by motor carriers in such man- 
ner as to recognize and preserve the inherent advantages of 
and foster sound economic conditions in such transportation” 
and to “improve the relations between, and coordinate transpor- 
tation by and regulation of motor carriers and other carriers.” 
He said this was a tall order, but the Commission intended to be 
faithful to the trust. 

Commenting on the use of the word “railroad-minded,”’ he 
said that was the slogan of the opponents of regulation. Neither 
the railroads nor the Commission, he said, could ever see the 
basis for it. But, he said, if there had been any foundation in 
fact, the Commission had taken steps in the organization of its 
bureau of motor carriers to become duly “truck-minded” and 
“bus-minded” with the help of men who were thoroughly ac- 
quainted with those forms of transportation. But, he said, 
the Commission was no more the guardians of motor transporta- 
tion than of rail transportation and all other kinds of transporta- 
tion. Pe 

Address by Freer 


Addressing the association, Federal Trade Commissioner 
Robert E. Freer observed that other speakers had outlined to 
the members of the association their new duties to the federal 
government under the motor carrier act. He said he would 
remind them that in their preparation for the meeting of these 
duties, other and older duties to that government and the 
great body of American citizens should not be overlooked. The 
older duties he had in mind were those imposed by the federal 
anti-trust laws. 

Commissioner Freer said there were three laws which were 
somewhat generally referred to as the federal anti-trust laws. 
They were, he said, the Sherman act of 1890 and the Federal 
Trade Commission and Clayton acts of 1914. He suggested to 
his hearers that the Interstate Commerce Commission regula- 
tion displaced that of the Federal Trade Commission in respvect 
of unfair competition of common carriers by motor vehicle, 
leaving contract carriers subject to both; and that-it trans- 
ferred enforcement duties under the Clayton act from the Fed- 
eral Trade Commission to the Interstate Commerce Commis- 
sion in respect of dbmmon carriers, but left in the Federal Trade 
Commission those duties in respect of contract carriers. He 
added that while the Sherman act still applied to all motor 
carriers, common and contract carriers were in some partic- 
ulars given exemption therefrom because of the Interstate Com- 
merce Commission regulation. 


So far as the Federal Trade Commission act was concerned, 
he said, common carriers subject to the acts to regulate com- 
merce were specially exempted from the corrective as distin- 
guished from the investigative action of the Federal Trade 
Commission. In that act, he said, the acts to regulate com- 
merce were defined in substance to mean the original act to 
regulate commerce and all acts amendatory thereof and acts sup- 
plementary thereto. 

Commissioner Freer discussed the Clayton act in relation 
to the motor carriers within the limitations hereinbefore set 
forth and the Sherman act. In conclusion he said: 


: In recapitulating the discussion, I want to remind you that the 
motor carrier act has effected the release of interstate common 
earriers by motor vehicle from the corrective jurisdiction of the 
Federal Trade Commission under the Federal Trade Commission act, 
while leaving interstate contract carriers probably subject to that 
Commission’s corrective, as well as investigative, action. Of course 
the doors of the Federal Trade Commission are open to all of you 
as complainants. .. 

The effect of the motor carrier act in respect of the chief sections 
of the Clayton act appears to have substituted the Intersate Com- 
merce Commission as the enforcing authority charged with the ob- 
ligation of policing activities of interstate common carriers by motor 
vehicle under the Clayton act. In so far as interstate contract car- 
riers are concerned, it appears that the motor carrier act works no 
change in their situation. 

The motor carrier act does not take away from you any practical 
freedom from prosecution that you may have enjoyed previously 
under the rule of reason interpolated into the Sherman law by the 
Supreme Court. In two important respects the motor carrier act 
affords you greater and more specific exemption than you previously 
had; namely, the probable exemption at the hands of the courts from 
the suits of individuals for treble damages and injunctions and the 
statutory exemption of paragraph (f) of section 213 in respect of 
mergers. These exemptions no doubt extend to both common and con- 
tract carriers, subject to the jurisdiction of the Interstate Commerce 
Commission. 

In conclusion, I encourage you in your efforts to take full ad- 
vantage of the opportunities afforded your industry to more fully 
share with the railroads the benefits and obligations of public service 
in the transportation field. I urge you to careftilly study your 
rights and duties under the Motor Carrier Act, but I must remind 
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you that despite your coming of age, you have filial obligations under 
the Anti-Trust Laws to the Federal government. 


Bus Traffic Association 


Elimination of 90 per cent of troubles and claims rising from 
lost or strayed baggage has been effected as a result of adop. 
tion in the last year of uniform practices in checking anq 
transporting baggage, declared L. G. Markel, Chicago, executive 
chairman of the National Bus Traffic Association, at that organ. 
ization’s annual meeting terminating at New Orleans, Oct, 23. 
He referred to the actual perfection of arrangements for inter. 
change of passenger traffic, emphasizing the fact that they were 
working. He also pointed to the working up of tariffs covering 
all major bus lines, two being national in scope and used by close 
to 7,000 agents. 

Technical reports on various phases of the organization were 
given by respective chairmen: H. E. Streck, on uniform tariff; 
E. J. Bomer, on uniform schedules; E. J. Condon, on finance 
and audit; and J. B. Trossen, on baggage. 

In the election of officers, Mr. Markel was continued as 
executive chairman; E. J. Bomer, of Dixie Greyhound Lines, 
Memphis, Tenn., was elected vice-chairman; and directors named 
were J. L. Smith and L. H. Ristow, representing the northeast 
region; C. B. DeBerry and T. B. Osteen, the southeast; L. P. 
Wakefield and J. Williams, the Mid-West; A. F. Baldus and 
A. E. Greenleaf, the Southwest; and E. J..Condon, Western. The 
chairman and directors of the National Bus Traffic Association 
serve as the traffic committee for the National Association of 
Bus Operators. The organization fulfils functions similar to like 
groups among rail carriers. 

Under the topic of “joint rates” the traffic men discussed 
important matters pertaining to stabilization of rates as a means 
of getting away from depressed or “cut-rates,” and also means of 
eliminating other unethical practices. Discussion took the trend 
of meeting the situation created by the downward turn of rates 
caused by hauling of passengers at less than cost by competitors. 
Chairman Markel was empowered to act for the association in 
certain matters under this heading. 

In discussing the merit of baggage, it was developed that 
with 90 per cent of trouble from that source eliminated through 
uniform practice in checking and transporting, the bus industry 
is bending its efforts toward reduction of the remaining ten per 
cent. The traffic men discussed and adopted recommended proce- 
dure for tracing baggage and handling claims. After discussing 
proposals for uniform baggage checks, baggage waybills and 
manifests, the group took up the use of uniform baggage checks 
and slated this proposal for national accomplishment. 

The association adopted D. I. R. No. 15, which will provide 
an agreement for the division of interline revenue where no 
other agreement is in effect. This matter was to be called to the 
attention of the National Association of Motor Bus Operators 
and it is expected that it will be carried into effect January 1, 
1936. 

It was decided that the publication of a new motor bus route 
map should be deferred until after the Commission approves cer- 
tificates for motor bus carriers. 

The traffic men also directed the issuance of a tariff circular 
outlining the privileges applicable to those lawfully entitled to 
reduced rates. Chairman Markel called attention to the fact 
that special fare reductions of 10 per cent to “driveaways,” men 
employed by automobile manufacturers to drive new cars to 
agencies, and return by bus, were now outlawed. 

The status of motor bus tariffs was discussed, it being 
developed that the Association, which represents 149 major 
operators having 134,011 route miles, publishes a tariff of 850 
pages covering operations over the lines of 1,426 carriers and 
containing in excess of 45,000 points in all the states, in Canada 
and Mexico. The western joint fares tariff has been in use for 
three years, the north central tariff for seven months, and the 
south central is in course of preparation. 





IMPROVEMENT OF HIGHWAYS 


Approval by President Roosevelt of highway improvement 
and grade crossing elimination programs have been announced 
as follows: 

Montana, $1,050,000 for highways, roads and streets; Ore- 
gon, $1,624,791 for grade crossing elimination, and $1,573,669 
for highways, roads and streets; Massachusetts, $1,270,000 for 
grade crossing elimination; Wyoming, $428,000 for grade cross- 
ing elimination; Mississippi, $1,191,950 for highways, roads and 
streets and $835,450 for grade crossing elimination; Louisiana, 
$729,779 for highways, roads and streets: Washington, $1,042,- 
700 for highways, road and streets; Arkansas, $2,922,200 for 
highways, roads and streets; Nebraska, $1,128,000 for grade 
crossing elimination; Wisconsin, $1,307,500 for highways, roads 
and streets, and $2,141,000 for grade crossing elimination, and 
Ohio, $1,921,497 for highways, roads and streets; Vermont, 
$924,306 for highways, roads and streets, and $729,857 for grade 
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crossing elimination; Indiana, grade crossing elimination, $2,- 
985,000; South Dakota, $1,706,300 for highways, roads and streets, 
and $1,397,000 for grade crossing elimination; Utah, $750,000 for 
highways, roads and streets and $308,000 for grade crossing 
elimination; Missouri, $2,878,000; New Jersey, $1,017,000. 


MOTOR VEHICLE PRODUCTION 


“An appreciable increase in world production of motor 
yehicles in the last three years accompanied by progressively 
greater participation by American manufacturers in the world 
total is revealed in a survey prepared in the Commerce De- 
partment’s automotive-aeronautics trade division,” says the 
department. 

“In 1934 total world output amounted to 3,728,891 units, 
an advance of 39 per cent over 1933, which in turn had shown 
an increase of 35 per cent over 1932. In 1934, the ratio of 
United States production of 2,753,111 units to the world total 
was 73.8 per cent against 71.7 per cent and 69.3 per cent in 
the two years immediately preceding. Total world production 
in 1934, the report shows, was the highest since 1930, in which 
year 4,126,470 units were produced with the share of the 
United States amounting to 81.8 per cent. 

“In the order of their importance, the survey showed, the 
major producing countries in 1934 were the United States, 
France, Germany, Canada, Soviet Russia and Italy. Only 
Austria, Belgium and Switzerland reported a declining produc- 
tion of motor vehicles in the past year. 

‘During 1934, 10.4 per cent of world motor vehicle output 
entered into export trade which compares with 8.5 per cent 
in 1933 and 7.9 per cent in 1932. The United States exported 
8.6 per cent of its output in 1934 compared with 5.6 per cent 
in 1933. Canada, Italy, Austria, Belgium, Japan, Soviet Russia, 
Sweden and Switzerland all exported a larger ratio of their 
respective outputs in 1934 than in the preceding year. The 
United States, United Kingdom, Canada and France were the 
leading exporters. 

“The Union of South Africa replaced Belgium as the lead- 
ing foreign outlet for American motor vehicles in the past year; 
Australia was the leading market for both British and Canadian 
motor vehicles and the French Colonies for French motor 
vehicles, it was stated.” 


TRAFFIC AS A PROFESSION 


There is considerable sentiment in the Associated Traffic 
Clubs of America and elsewhere in the proposal to set up a pro- 
fessional organization of traffic men along the lines of such organ- 
izations in other professions. The traffic clubs have a special 
committee on this subject and at the Indianapolis convention of 
the association in Indianapolis last week this committee, com- 
posed of C. R. Musgrave, of Tulsa, chairman, and C. W. Braden, 
of New York, and J. J. Kornfeld, of New Orleans, made a report 
of progress to the board of directors (see Traffic World, Oct. 19, 
page 678) which was referred by the board to the executive 
committee with power to act with respect to suggestions looking 
toward ascertaining the attitude of other organizations to co- 
operation in a possible plan of traffic professionalization. The 
report of the special committee, which has done considerable 
work in the matter, was as follows: 

“The committee on professional organization in meeting at 
Indianapolis October 15 and 16, 1935, has given further considera- 
tion to the matter of bringing into existence a professional or- 
ganization of traffic and transportation and desires to submit to 
the board of directors for consideration the following: 

“At the Virginia Beach meeting the committee reported that 
the members of said committee were of the opinion that profes- 
sional organization is a desirable and an inevitable development 
in the field of traffic and transportation as it has been and is in 
other branches of business activity. 


“The members of your committee desire at this time to 
amplify the opinion expressed at the Virginia Beach meeting by 
saying that all are more favorably impressed now than then 
that the formation of a professional organization is a most desir- 
able undertaking. This conclusion is based very largely upon a 
study made by Dr. G. Lloyd Wilson, chairman of the com- 
mittee on education and research. 

“At the Virginia Beach meeting this committee recommended 
that a suggested plan for the development of a professional 
institute in the field of traffic and transportation and the result 
of the investigation of the experience of other groups should be 
distributed to officers and members of the board of directors 
for their information and for possible value as guidance for 
the further action to be taken by the Associated Traffic Clubs 
of America either alone or in concert with other national traffic 
and transportation organizations. 

_. A very extensive survey has been made by Dr. G. Lloyd 
Wilson, a copy of his report having been furnished the presi- 
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dent of the Associated Traffic Club of America and also to 
the members of this committee, said report being very en- 
lightening and ably prepared. Dr. Wilson, after having analyzed 
the fundamental principles of working organizations such as 
professional associations in American Business, American In- 
stitute of Accountants, National Association of Purchasing 
Agents, the American Institute of Banking, the Institute of 
Transport (Great Britain), Industrial Transport Association 
(Great Britain), the American Society of Mechanical Engi- 
neers, the American Institute of Electrical Engineers, the 
Society of Automotive Engineers, the American College of 
Life Underwriters, outlines a procedure which might very aptly 
be sponsored by the Associated Traffic Clubs of America, sug- 
gesting the name of such an organization as ‘The American 
Institute of Traffic Management.’ 
“The following is quoted from Dr. Wilson’s report: 


The organization of a professional association of traffic manage- 
ment should be sponsored by the proper organization already within 
the industry. The Associated Traffic Clubs of America should sponsor 
such an association for the following reasons: 

(1) The organization is national in scope; 

(2) It has strong local clubs in most of the important cities of 
the United States. 

(3) It represents every traffic group—railroad, steamship, rail- 
Way express, motor, air, industrial and commercial. 

(4) It has the confidence and respect of the carriers and indus- 
tries throughout the United States; 

(5) It has a large group of strong members, leaders in their 
fields, who have evinced an interest in the welfare of others through 
the educational committee work of the Associated Traffic Clubs and 
in other ways; 

(6) A number of traffic study groups have been organized and 
are already in operation which might well constitute the nuclei of 
local chapters under the new program; 

(7) Several university transportation clubs have been organized 
within the past ten years which are seeking affiliation with the As- 
sociated Traffic Clubs of America; and 

(8) The Associated Traffic Clubs are in an ideal position to enlist 
the cooperation of university teachers of traffic and transportation, 
and those affiliated with extension and correspondence courses. 

The Associated Traffic Clubs of America should endorse this pro- 


“gram, organize the American Institute of Traffic Management, assist 


in financing the program and assist in interesting carriers and indus- 
tries in the assistance of their employes in acquiring technical edu- 
cation. 

The financial burden need not be large. The national organiza- 
tion would logically be composed of public spirited officers who would 
contribute their advice and counsel gratis. A nominal allowance 
might be paid to the national secretary for expenses and for reim- 
bursement for the time given to the work. In the same manner, the 
expenses of preparing educational materials and for clerical assis- 
tance might be paid the educational director or dean of the “‘insti- 
tute.” The budget for teaching salaries and other expenses of the 
local chapter study groups might be borne partly by the students and 
partly by the local clubs or chapters. In any event, the initial ex- 
pense would be small and the budget in any year a relatively small 
burden upon the national organization and local chapter groups. 

The American Institute of Banking was organized in a similar 
manner by the American: Association of Bankers at the beginning of 
this century. 

Opportunities must be given to ambitious men and women to fit 
themselves for a life’s work of effective and intelligent service in 
the field of transportation. The transportation field owes every 
worker this opportunity which is extended to those in the field of 
accounting, banking, engineering, law, medicine, insurance, and 
other fields. Otherwise the transportation field cannot hope to at- 
tract and hold the men and women of talent and ambition which 
the carriers and industries need in this business era when intelli- 
gence, diligent, and earnest men and women are so badly needed to 
readjust the economic machinery of this country. 


Aims 
The aims of the American Institute of Traffic Management should 


e: 

(1) To foster and promote the exchange of information, experi- 
ence and ideas and cooperation among its members. 

(2) To establish an educational standard for the profession of 
traffic management. 

(3) To conduct impartial scientific investigation into transporta- 
tion problems and to publish the findings for the benefit of the trans- 
portation industry and the public. 

(4) To encourage young men and women of ability to enter and 
to remain in the profession as a life work. 

(5) To award to properly qualified traffic managers merited pro- 
fessional recognition. 

Membership and Eligibility 

The membership of the American Institute of Traffic Manage- 
ment should consist of fellows, members, associate members, and 
student members. 

Fellows 


It is suggested that the institute should have the grade of fellow. 
There are many traffic managers who have attained high executive 
positions in the profession who should not be required to take the 
examinations which the members of the other grades should be re- 
quired to take. To exclude these traffic managers would be a grave 
injustice to the individuals and a loss to the group. The committee 
on eligibility and membership should have full authority to elect 
fellows to the institute upon 4/5 affirmative vote. 

This policy was used by the American Society of Mechanical 
Engineers in its early life so that mechanical engineers of-high stand- 
ing would not be excluded from the society. 


Members 


In order to be eligible to take the examinations to become a mem- 
ber of the institute, an applicant should: 

(1) Be at least thirty years of age and of good moral character. 
The good moral character of an applicant is assumed when he is 
employed by a reputable employer. 

(2) Have at least ten years of satisfactory traffic management 
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experience. Graduation from an accredited university or college 
should count as two years’ experience. ; 

(3) Possess a certificate of graduation from a four-year high 
school. However, if a candidate presents a statement from the Reg- 
istrar or Director of Admissions of a standard college or university 
certifying that the applicant’s record has been examined and that 
said standard college or university would admit him as a regular 
student in the freshman class without conditions, this certification 
will be accepted as evidence of the fulfillment of the requirements 
for entrance to the examinations. 

When the applicant has passed the examinations given by the 
board of examiners, he will receive a diploma and the right to use 
the designation, Chartered Traffic Manager. (C. T. M.) ’ 

The examination fee, initiation fee, and dues should be a nominal 
sum assessed by the executive committee of the institute. 


Associate Membérs 


The institute should have the grade of associate member in order 
that the younger men of the profession may be included in its mem- 
bership. The eligibility requirements for this grade should be for 
the grade of member with but two exceptions. One exception is that 
only at least five years of practical experience in the profession of 
traffic management be required. The other is that the minimum age 
should be twenty-five years. . : 

When the applicant has passed the required examinations for 
this grade, and is thus an associate member, he will receive a di- 
ploma and the right to use the designation, Chartered Associate 
Traffic Manager (C. A. T. M.) 


Student Members 


The membership of the institute should have the grade of student 
member. This grade is needed to give the new men engaged in the 
profession the benefits which the institute has to offer. 

An applicant, in order to be eligible to this grade, should: 

(1) Be at least 18 years of age. ; : ' 

(2) Have at least one year of satisfactory experience in the field 
of traffic management. ; 

(3) Possess a certificate of graduation from a four-year high 
school. The same exception should be made for the student member 
as for the member in this respect. . 

No examinations should be given to applicants for membership 
to this grade. Student members should be encouraged to study the 
books or courses suggested by the board of examiners, and they should 
also try to move to the next higher grade as soon as possible. — 

Student members should not have the right to use any designa- 
tion, nor should they have the right to take any official part in the 
affairs of the institute. 

Management 

The American Institute of Traffic Management should be man- 
aged by an executive committee. ! 

It is suggested that the officers of the institute consist of the fol- 
lowing: 

A president. 

A vice-president for each major rate territory: New England, 
Trunk Line, Central Freight Association, Southern, Western Trunk 
Line, Southwestern, North Pacific Coast, Pacific Coast Territories. 

A secretary. 

A treasurer. 

A dean or director of education. 

An executive committee. 

A board of examiners or eligibility and membership. 

The duties of the above officers should be those which are usually 
associated with those offices. ; 

The local chapter organizations of the institute should consist of 
a president, one or more vice-presidents, a secretary and registrar, 
a treasurer, and an educational director. The duties of these officers 
would be those that are usually associated with the above officers. 
The executive committees of the local chapters should be composed 
of the officers and a few additional members. The executive com- 
mittee should have charge of the general policy of the chapter and 
the carrying out of the policy of the national organization. 

The education of the younger men engaged in the profession 
should be one of the primary functions of the American Institute of 
Traffic Management. The profession is in need of some association, 
such as the ‘‘institute,’’ to supervise the education of the younger 
men engaged in traffic management. Today, there is no agency— 
except the few colleges and universities with courses in traffic man- 
agement—to perform this function. Therefore, it is suggested that 
the institute should give this advantage to the ambitious men engaged 
in the profession. 

The examinations of the institute should be the associate exami- 
nation and member examination. The board of examiners should 
have control over these examinations. It is the duty of the board 
to prepare courses of study and recommend materials to be used 
in the preparation of students for these examinations. 

The local chapters of the institute should sponsor local study 
groups in their communities. Courses that would help the students 
to pass the associate and member examinations should be conducted 
in these study groups. In most of the large cities of the United 
States there should be a sufficient interest in the study of traffic 
management that the costs would not be prohibitive. Sudents en- 
rolled in these courses should pay for the cost of conducting the 
courses. However, if the charge should be prohibitive, the local 
chapter should finance part of the cost from its treasury. 

The American Institute of Banking’s only purpose is the educa- 
tion of young bank clerks. They have found that bank clerks are 
sufficiently interested in their education in banking principles that 
enough students enroll in the courses so that the cost to the indi- 
vidual is not prohibitive. I am sure that the younger men engaged 
in traffic management would be sufficiently interested in their edu- 
cation that the cost to the individual would not be prohibitive. How- 
ever, if there is lack of sufficient interest in certain communities, the 
ambitious should not be deprived of the chance to study traffic man- 
agement and other allied subjects. 

The dean or director of the institute should administer the edu- 
cational program subject to the direction of the president and execu- 
tive committee. The educational program of the American Institute 
of Traffic Management should not stop when its members have passed 
the required examinations. The annual conferences and the regular 
meetings of the institute and local chapters should be educational 
meetings. At these meetings professional papers should be read and 
discussed. Thus, the institute can perform a permanent educational 
service to the traffic managers of the United States. 


Professional Recognition 


Traffic management is essentially a vocation of ideas and expert 
technical knowledge. It is a service of high order. The knowledge 
aspect is being recognized more and more by the intelligent public. 
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The public is becoming increasingly intelligent to traffic management 
needs and the character of their service. ; 

The efficient traffic manager needs a broad business education 
in addition to his training in traffic management. The American In. 
stitute of Traffic Management’s educational program should include 
all of the necessary business subjects. In this manner, the traffic 
manager’s program should be comparable to that of the accountant 
whose profession recognized years ago the need of a comprehensive 
business education for the individual who aspired to become a Cer. 
tified Public Accountant (C. P. A.) < as 

The eligibility requirements as stated are considered high. It is 
absolutely necessary to keep these requirements high. It is necessary 
to insist upon high school graduation as a prerequisite if the insti- 
tute is to have any standing with American institutions of learning 
and if the C. T. M. recognition is to enjoy the dignity of the C. P, 
A. and the C. L. U. and other professional designations. 

The C. T. M. and C. A. T. M. designations should be, therefore, 
a professional one. It should denote more ‘than that the holder of it 
has attained certain academic standards by passing examinations, 
It should serve, primarily, to indicate that the traffic manager has 
spent time and effort in preparing himself to render a high type of 
service to the public and that he will continue to merit the confidence 
of the public by keeping abreast with his subject. 


“This committee is very favorably impressed with Dr. 
Wilson’s findings and suggested plan of organization, his sug. 
gested plan being submitted herewith for consideration by the 
board of directors. 

“It is the committee’s judgment that the recommendation 
made at the Virginia Beach meeting in that the Associated 
Traffic Clubs of America’s president contact the presidents of 
the National Industrial Traffic League, the Southern Traffic 
League, the Association of Practitioners before the Interstate 
Commerce Commission, and other similar shipper and carrier 
organizations in order to obtain from them an expression of 
opinion with respect to the policy of their organizations upon 
professional organization and their attitude toward cooperation 
with the Associated Traffic Clubs of America, should be fol- 
lowed.” 


MARK TWAIN SPEED TEST 


The Mark Twain, the Burlington railroad’s new Zephyr-type 
streamline, diesel train, attained a top speed of 122 miles an hour 
and averaged 121.5 miles for a four mile stretch. in Nebraska, in 
speed tests made October 23. This information was received in 
a telegram sent by A. Cotsworth, Jr., passenger traffic manager of 
the Chicago, Burlington and Quincy, a passenger on the train, to 
his office at Chicago. The telegram read as follows: 


Mark Twain run from McCook’s switch to Oxford 53 miles in 39 
minutes averaging 81.6 miles an hour. Top speed 122 miles an hour 
with average 121.5 for four mile stretch and average of 98 miles an 
oe _ 14 miles from flying start at Arapahoe to station stop at 

xford. 


The Mark Twain will shortly be placed in service between 
St. Louis, Mo., and Burlington, Iowa. 





ILLINOIS CENTRAL TO INCREASE FLORIDA SERVICE 


The Illinois Central has announced that, beginning early 
in January, 1936, it will operate the Floridan, seasonal through 
passenger train between Chicago and St. Louis-and Miami, Fla., 
daily. Since 1931 the train has been operated tri-weekly in the 
winter tourist season. It runs over the Illinois Central, Central 
of Georgia, Atlantic Coast Line and Florida East Coast. Accord- 
ing to J. V. Lanigan, passenger traffic manager of the Illinois 
Central, plans to operate the Floridan daily are based on an 
estimated increase of from ten to twenty per cent in the vol- 
ume of Florida travel as compared with last year. 


SAN FRANCISCO-LOS ANGELES FREIGHT SERVICE 


Overnight merchandise freight service between San Fran- 
cisco and Los Angeles was begun by the Southern Pacific Oc- 
tober 22. The new fast freight train, named the “Overnight,” 
leaves San Francisco and Oakland on the north and Los An- 
geles on the south after the close of the business day. North- 
bound, it arrives at San Francisco at 8:45 a. m. and Oakland 
at 9:17 a. m. Southbound, it arrives at Los Angeles at 8:10 
a. m. This compares with afternoon delivery in effect here 
tofore. Store door pick-up and delivery is furnished in connec- 
tion with the service. Overnight merchandise freight service 
between San Francisco and Bakersfield, Cal., was established by 
the Southern Pacific on October 14. 





FOOTNOTE CORRECTION 
Agent B. T. Jones’ tariff referred to in footnote No. 1 to the 
article on Industrial Traffic Management, The Traffic World, 
October 19, p. 649, should have been No. 4-O instead of No. 40, 
as printed. 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to 
sure their tariff files are up-to-date. 
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Industrial Traffic Management 


Ninth of Thirty-Six Articles by G. Lloyd Wilson, Professor of Transportation and Public Utili- 
ties, University of Pennsylvania, and Chairman, Committee on Education and Research, 
Associated Traffic Clubs of America—Management of Marine Facilities 


NUMBER of industrial concefns have plants located on 

navigable waterways. Some of them have wharves, 

docks, piers, or other landing facilities, and often lighters, 
parges, tug or tow boats, and other harbor craft. In some in- 
stances, the companies own and operate private steamships 
designed to accommodate the industries’ traffic, particularly 
when specialized vessels are required to handle the companies’ 
goods. The number of industrial concerns that have all of these 
types of marine equipment and complete wharf and dock facili- 
ties is not nearly so large as the number of plants having only 
railroad track facilities. Nearly all of the plants equipped to 
receive and ship freight by water directly have also track 
connection with the rail carriers and roadways into and out of 
the plants for the use of motor and horse drawn vehicles. Such 
plants are completely equipped physically to ship and receive 
freight. 

Industries that ship and receive freight by water do not 
always own their own vessels or harbor craft. Frequently tugs, 
lighters, and barges are hired as needed and steamships are 
engaged on time or voyage charter party engagements or con- 
tracts when they are needed for the movement of their goods 
in ship-load lots. Steamship space for less than ship-load lots 
of goods is contracted for with the steamship lines direct or 
through shipping agents, brokers, or freight forwarders. Ar- 
rangements are made to have ship-load lots loaded or discharged 
at the plants’ wharves or docks, and, in some cases, arrange- 
ments are made with steamship lines to have vessels stopped 
at the industries’ private piers to receive or discharge less 
than ship-load lots. Industrial companies are saved considerable 
sums in switching or cartage charges if the vessels are unloaded 
or loaded at the piers of the industries rather than at the docks 
of the steamship lines that may be at considerable distances 
from the plants. 


Traffic Department and Marine Equipment 


Large industrial establishments that own and operate fleets 
of vessels and harbor craft often have separate marine depart- 
ments to operate and maintain the fleets. The size of such 
organizations depends on the size of the fleet, the types of 
vessels, and the nature of cargo handled. The industrial traffic 
departments of such establishments cooperate with the marine 
departments in working out the details of the movement of 
the companies’ freight and in keeping the marine facilities 
efficiently and profitably employed. In some cases, the traffic 
departments obtain traffic from other shippers if the industries 
have not sufficient freight to load the vessels to capacity in 
both directions. To this extent, these industries traffic de- 
partments function exactly as the general traffic or commercial 
departments of steamship lines. 


A few industries have private steamships and harbor craft 
operated directly by the traffic departments of marine bureaus 
of these departments. Virtually the same functions are per- 
formed as in the organizations having separate marine depart- 
ments, except that the maintenance of the mechanical equipment 
and the inspection of the vessels is attended to by the engineer- 
ing and other technical departments of the plants. 


The traffic department of one great industrial concern with 
several large plants in various parts of the United States op- 
erates and manages the company’s privately owned transporta- 
tion equipment. This equipment includes railroad freight cars, 
motor trucks and tractors, conveyors and other intra-plant 
mechanical freight loading and unloading devices, and steam- 
ships used in inland waterway, coastwise, intercoastal, and 
foreign services, as well as lighterage equipment for harbor 
transfer work. 


Raw materials are brought to the company’s factories from 
the timber lands, mines, saw mills, and plants by steamships 
operated and directed by the traffic department; bodies and 
Parts are carried to assembling plants; finished cars are for- 
warded to distributing centers in this country and abroad by 
steamships of the company. Return cargoes are obtained from 
other shippers by the traffic department when freight is needed 
to complete the loading of the vessels. 

' The traffic department of this large industrial concern is 
in touch with the movements of its steamships and freight in 


its own and other transportation equipment through the use 
of an organization of traffic department employes located at 
ports and inland junction points. These men report the move- 
ments of company traffic by telegraph or telephone to the gen- 
eral traffic office. The movement records are kept by com- 
modities. Separate desks in the traffic department are as- 
signed to steel, coal, lumber, and other commodities that are 
moved in large quantities by rail, highway, or steamship. 
The industrial traffic department of this company is closely 
connected with the traffic department of a subsidiary common 
carrier railroad. The industrial traffic organization consists of 
a home office or general traffic department staff, a large field 
force of tracers and expediters, and branch traffic departments 
at the producing mills, manufacturing plants, and numerous 
assembling plants. These branches of the traffic department 
are under the direct supervision of the general traffic depart- 
ment, and each is managed by a branch or division traffic man- 
ager. The general traffic department also has direct control 
of the transportation activities of the operating forces of the 
proprietary railroad, steamships, motor truck and cartage, and 
intra-plant transportation and communication organizations. 


Loading and Unloading 


The loading and unloading of freight that is to move or 
that has moved by water freight service is an especially diffi- 
cult task requiring specialized stevedoring skill. Industrial 
plants that have their‘own private wharves and piers and their 
own steamships and harbor craft usually have organizations of 
stevedore foremen, winchmen, checkers, packers and stowers, 
and “longshoremen,” or skilled laborers trained in loading and 
unloading the particular kinds of freight shipped or received 
by the industries in the types of vessels used. 

Many industrial plant piers and wharves are equipped with 
mechanical loading and unloading appliances, conveyors, over- 
head cranes, and other mechanical labor-saving devices, and the 
necessary forces of operatives. The efficiency of the great ore, 
coal, and other bulk freight handling devices and the skill of 
the stevedores in loading and unloading automobiles, locomo- 
tives, and other freight into and out of vessels so as to con- 
serve vessel space and economize in time and labor are out- 
standing features of modern industry and transportation. 

Forces of clerical workers, skilled mechanical operatives 
and laborers are required in the dock or wharf organizations to 
take the freight unloaded from the vessels and to bring freight 
to the stevedore forces at the vessel side and in the holds and 
tween-deck spaces of the vessels. The industrial plant trans- 
portation receiving and shipping organizations function with the 
marine organization in loading and unloading freight efficiently 
and economically. 


Lighterage Control 


Marine departments or sub-departments of industrial plants 
with water-front locations are often required to attend to the 
loading and unloading of freight from lighters, barges, and car- 
floats and to attend to the movement of traffic by tugs and tow- 
boats between railroad and steamship piers, stations, and vessel 
sides, and the piers and wharves of the industrial establishments. 

Orders are placed with the rail carriers performing the 
lighterage and carfloatage services to place the loaded or empty 
lighters and carfloats at the industrial plants’ docks for un- 
loading or loading. Arrangements are made with the rail car- 
riers, with tug boat lines and lighterage companies to have 
the loaded lighterage moved to the piers of the carriers, to the 
sides of steamships in the harbors, or to the piers and wharves 
of other industrial plants in the harbors. 

Orders releasing lighters or carfloats that have been un- 
loaded at the piers, wharves, or float-bridges of the industrial 
plants are given to the carriers by the marine divisions of the 
industrial traffic departments or by the employes of the traffic 
departments. 

The charges of the carriers for lighterage or carfloatage 
within defined free lighterage and floatage limits within harbors 
are absorbed, in many cases, out of the through rates of the 
carriers applying to and from points within the defined light- 
erage or floatage service limits. The clerical staffs of the ma- 
rine divisions or of the general industrial traffic departments 
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must check the inbound and outbound rates of the carriers 
applying from and to the industrial plants to be sure that the 
proper absorptions are made out of the through freight rates 
applying to or from the industrial plants. 

If the industries are located outside the lighterage limits 
of the carriers, extra charges are added to the through rates of 
the railroad lines to compensate the initial or delivering road 
for the additional lighterage or floatage services. These charges 
must be analyzed for propriety and fairness, as well as the cor- 
rectness of the charges as shown'in the special terminal serv- 
ice tariffs of the carriers. Incorrect freight bills are checked 
and returned to the carriers for correction before payment is 
made. If errors are discovered in the lighterage or floatage 
charges after payment has been made, overcharge claims are 
prepared by the claim sections of the industrial traffic depart- 
ments and collected from the carriers assessing the improper 
charges. The bills of independent lighterage, barge, tug and 
tow boat companies are also verified by the marine division. 

Requests are made of the carriers to revise the boundaries 
of the free lighterage and carfloatage limits if the industries 
outside the limits believe their exclusion from the benefits of 
free lighterage and floatage services to be unduly discrimina- 
tory. This is a matter within the jurisdiction of the state reg- 
ulatory commissions in connection with intrastate commerce 
and of the Interstate Commerce Commission, if the movements 
of freight by lighter or carfloat are made in connection with 
interstate commerce. Complaints may be made to the federal 
or state commission if the matter cannot be adjusted through 
negotiations with the carriers. 


Lighter, Barge and Carfloat Demurrage 


Foating equipment of the carriers, such as carfloats, barges, 
or lighters, are subject to demurrage, similar in principle, 
though not in amount, to’: the demurrage charges assessed on 
railroad freight cars, for the detention of lighters, floats, or 
barges by shippers or consignees beyond forty-eight hours’ free 
time. The periods of time are computed from the time the 
craft are reported at the berths provided by the industries until 
they are released. Sundays and legal holidays are excluded from 
the calculation of demurrage charges. 

Demurrage charges vary with the nature of the marine 
equipment, ranging from $15 to $22.50 a day, depending upon 
construction and size in a typical terminal. 

Demurrage on floating equipment, like demurrage charges 
on railroad freight, may be settled on the average basis, if 
an average agreement contract is entered into by the carriers and 
shippers or consignees. The marine divisions of industrial traffic 
departments must decide whether demurrage on the floating 
equipment of the carriers is to be settled on the straight or 
average basis and must strive to reduce such charges to the 
minimum, 

When an average demurrage agreement is entered into, the 
charge for detention to lighters or barges provided for on all 
lighters or barges under load with freight for the party using 
the agreement is computed on the basis of the average time 
of detention to all lighters or barges released during each cal- 
endar month. The average detention periods are to be com- 
puted as follows: 

One credit a day of twenty-four hours is allowed for each 
lighter or barge released within the first twenty-four hours 
of free time.» A lighter or barge, having more than 200 tons of 
freight aboard, that has more than forty-eight hours’ free time, 
is allowed credit in proportion to the total number of days of 
free time allowed to the boat. 

One debit a day is charged for each day of twenty-four 
hours or fraction thereof that a lighter or barge is detained 
beyond the free time. 

At the end of the calendar month the total number of days 
credited is deducted from the total number of days debited. 
Twenty dollars a day for a lighter or barge is charged for the 
remainder. If the credits equal or exceed the debits no charge 
is made for the detention of the lighters or barges. No pay- 
ment is made, however, on account of excess of credits over 
debits. Credits in excess of the debits of any one month may 
not be considered in computing the average detention for an- 
other month. 

Parties using the average agreement may be required by 
the carrier to give sufficient security to the carrier for the 
payment of balances against them at the end of the month. 

A typical average lighterage agreement is shown below: 


An Average Lighter Demurrage Agreement 


es 5 Sadie Ta aa Ske eit e tale tate Siac been ook kee and Railroad. 

Being fully acquainted with the terms, conditions and effect of 
the average basis for settling for detention to lighters or barges, as 
set forth in the rules regulating Lighterage as per ................ 
R. R., I. C. C. No. and being desirous of 
availing myself (or ourselves) of this alternate method of settlement, 
I (or we) do expressly agree to and with the ..................006.. 
Railroad, that with respect to all lighters or barges which, during 
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the continuance of this agreement, be handled for my (or our) ac. 
count in New York Harbor, I (or we) will fully observe and com. 
ply with all the terms and conditions of said rules as they are now 
published, or may be hereafter lawfully modified by duly published 
tariffs, and will make prompt payment of all demurrage charges ae. 
cruing thereunder, in accordance with the average basis as therein 
established or as hereafter lawfully modified by duly published tariffs, 
This agreement to be effective on and after the ..........,. 
Os0.00-ons day 193.., and to continue unti] 
termination by written notice from either party to the other, 
which notice shall become effective on the first day of the 
month succeeding that in which it is given. 
Approved and accepted 
by and on behalf of the above-named railroad by 
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WORLD TRADE CONFERENCE 


Despite new barriers and restrictions, continued increase ip 
American foreign trade was predicted in a number of addregseg 
made at the Chicago world trade conference at the Palmer House, 
Chicago, October 23. The conference was sponsored jointly by 
the Chicago Association of Commerce and the Export Managers’ 
Club of Chicago in cooperation with the following organizations: 
Chicago Association of Credit Men, foreign credits division; Illi. 
nois Chamber of Commerce; Illinois Manufacturers’ Association; 
Junior Traffic Club of Chicago; Ocean Freight Agents’ Associa. 
tion of Chicago; Propeller Club of the United States, port of 
Chicago; Traffic Club of Chicago, and the United States Depart. 
ment of Commerce. 

At the morning session Stuart P. Meech of the department of 
economics, University of Chicago, spoke on “World Aspects of 
New Deal Monetary Policies.” He said the potentialities for infla- 
tion in this country were much greater than they were before the 
abolition of the gold standard, at least in proportion to the 
amount of gold now held by the United States Treasury, almost 
twice as much as held theretofore. Homer J. Buckley, presi- 
dent, Buckley, Dement and Company, Chicago, spoke on “The 
How of Producing Sales by Mail.” He said foreign business was 
lost because of the inability of the American exporter to under- 
stand that mere accurate translation of English words into for- 
eign tongues did not necessarily mean that the translation was 
a good selling argument. He read from several translations of 
foreign sales letters into English to make his point. 

Edward L. Bacher, head of the department of foreign trade 
of the United States Chamber of Commerce, speaking on “Indi- 
vidual Initiative in Foreign Trade,” paid tribute to the Depart- 

_ment of State of the United States, for effective diplomatic work 
in the removal of trade barriers, and to the foreign trade bureau 
of the Department of Commerce which had been, he said, helpful 
to the exporter and importer in recent years when such opera- 
tions were more complicated than ever. 

Dr. Wilfred Osgood, of the Field Musetm, spoke on “The 
Ethiopians and Their Stronghold,” at a luncheon session. He 
exhibited and explained a number of reels of motion pictures. 

F, J. Haley, Black Diamond Steamship Company, spoke on 
“Shipping’s Dependence on Foreign Trade,” at the afternoon 
session. He pointed out that the development of an adequate 
American merchant marine depended almost solely on the 
prosperity of American foreign trade and said that whatever 
was done to increase export and import btisiness was also 
indirectly done to build up the American merchant fleet. Others 
who spoke at the afternoon session were: Harry Tipper, Amer- 
ican Manufacturers’ Export Association, on “Piercing the Political 
Mists”; John Abbink, Business Publishers’ International Cor- 
poration, on “World Trade at Home,” and Kenneth H. Campbell, 
foreign credit interchange bureau of the National Association of 
Credit Men, on “Adequately Analyzing Foreign Credits.” Mr. 
Campbell and Knud Nielsen, manager, foreign sales division, 
Belden Manufacturing Company, Chicago, conducted a round- 
table discussion of foreign credit problems. 

Francis B. Sayre, assistant secretary of state, Washington, 
D. C., spoke on “‘The Foreign Trade of the United States,” at the 
dinner session in the evening. The general tenor of his talk was 
optimistic. He said the encouraging thing about recent trends 
in American foreign trade was that it seemed to be approaching 
nearer to a balance as between exports and imports. He said 
such a balance was more important even than a heavy increase 
in exports. As a matter of fact, he added, the real need now 
was for the United States to increase its imports. Along that 
line, he said, 1935 has been a much better year than 1934. In 
the first eight months of 1935, he pointed out, our exports were 
only a little over $27,000,000 more than our imports. In the same 
a in 1934, he added, exports exceeded imports by $259,- 
00,000. 

Clifton M. Utley, Chicago Council on Foreign Relations, 
spoke, at the dinner session, on “The European Kaleidoscope.” 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Ocean Shipping News 


OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


Opinion of freight brokers differed last week as to the 
status of the full cargo market, some brokers holding that the 
tonnage market was softer, while others declared it was hold- 
ing firm, with prompt tonnage scarce. This latter viewpoint 
was taken in one weekly freight letter, which said: “The freight 
market in general was again very firm, although the volume 
of business was not large. We find prompt tonnage has become 
dificult to obtain and owners having vessels available for 
November loading holding for better rates than last paid. 
Owners’ offering price on most business to Mediterranean has 
been prohibitive.” Reports have been current that undercover 
business from the United States to East Africa has been ar- 
ranged but no definite confirmation of fixtures was obtainable. 
One fixture was reported, however, that of a motorship of 2,794 
net tons from the North Atlantic to Italian Somaliland with 
petroleum products at $15 per ton for October loading. 

Grain traders were optimistic over the results of the elec- 
tion in Canada, which was expected to result in a free move- 
ment of export grain from Canada. With the anticipated re- 
moval of price restrictions on grain a healthier export market 
was forecast. Among the fixtures reported last week were a 
number from Montreal, including a steamer of 3,181 net tons 
to London, Cardiff or Barry Dock, done at 2s 14d, with option 
for Birkenhead at 2s 3%4d, for October-November loading, and 
a vessel of 2,193 net tons to Glasgow at 2s 3d for November. 
Several fixtures were consummated from Vancouver to U. K. 
ports at about 22s 6d for November. 

Transatlantic sugar chartering was active and a number of 
fixtures were made from Cuba, among them a 6,000 ton vessel 
to U. K.-Continent at 15s for November and one of 6,700 tons 
from one or two Cuban ports to Marseilles at 14s 6d for first half 
November loading. 

The time charter trade was somewhat less active than in the 
preceding week. In addition to scattered West Indies and 
Canadian time charters several vessels were engaged for round 
trips in the South American trade, among them a steamer of 
2179 net tons in the West Coast trade at $1.05 for October- 
November loading. An American steamer of 3,398 net tons 
was chartered from San Francisco and Los Angeles to North 
of Hatteras for October-November loading. 

In the export coal trade the only cargo reported was a 
steamer for Rio Grande do Sul at 11s for December loading. 

Japan was reported as back in the scrap iron market, though 
no fixtures in this direction were reported. It was believed that 
Japan expected to pick up distress tonnages placed in that con- 
dition by the sudden withdrawal of Italy from the scrap market. 
New York scrap dealers said, however, that Japan would find 
American prices destined to hold. The only cargo reported last 
week was a steamer of 1,624 net tons from two ports North of 
Hatteras to U. K. for October-November loading at 14s. 

Tanker chartering was light. Among the fixtures reported 
were two vessels from the Gulf to Italy, dirty, both of 8,000 tons, 
done at 18s for October-November and first half November 
loading, respectively. In the coastwise tanker trade a steamer 
of 3,352 net tons took a cargo of fuel oil from the Gulf to North 
of Hatteras at 20c for October and a similar fixture of a 3,179 
net ton vessel with light crude was done at 18c. 


Intercoastal shipping was the only trade which showed 
gains in September in entrances and clearances at the Port of 
New York, according to figures compiled by the marine division 
of the office of the collector of the port in comparison with 
August totals. Both the numbers and net tonnage of inter- 
coastal entrances and clearances were higher than in August 
but the foreign and coastwise trades showed considerable Ge- 
creases below the preceding month. 





NEW YORK-ORIENT RATES 


_ Attorneys for the complainant in Shipping Board No. 165, 
United States Line Co. vs. Cunard White Star, Ltd., Bibby Line, 
Ltd., British & Burmese Steam Navigation Co., Ltd., and Burma 
Steamship Co., Ltd., in exceptions to the report proposed by 
Chief Examiner DeQuevedo (see Traffic World, October 12, p. 
598) declare that adoption of the proposed report would lay a 
precedent which would enable any foreign carrier to avoid its 
obligations under the shipping act, 1916, merely by chartering 








or otherwise hiring someone else’s vessels to lift the cargo from 
an American port. 

Mr. DeQuevedo recommended the dismissal of the com- 
plaint on a finding that the lines plying between Liverpool and 
the orient, collectively called the Bibby-Henderson Lines, were 
not subject to the shipping act. 

Under the ruling of Kuhnhold vs. Deutsch-A, Dampfschiffs 
Gesellschaft, 265 Federal 805, the exceptant asserts that it is 
perfectly clear that on the facts of record in this case Bibby- 
Henderson Lines. have the liabilities of common carriers from 
New York to the oriental ports of destination. Bibby-Hendersen 
Lines, through their agent, the exceptant declares, issue bills 
of lading and collect freight in New York, and thereby become 
responsible to shippers for the entire transportation from New 
York to the oriental ports of destination. The proposed holding, 
they declare, is unjustifiable both under the letter and the spirit 
of the shipping act, 1916. 

In view of the importance of the principles involved, as the 
complainant said, it asked oral argument before a designated 
committee of the Department of Commerce, United States Ship- 
ping Board Bureau, pursuant to Rule XIX of the rules of practice. 


GULF-INTERCOASTAL HEARING 


The Trafic World New York Bureau 


Testimony of shippers using the steamship lines engaged 
in the Gulf intercoastal trade indicated their approval of the 
contract rate system as the Shipping Board Bureau opened a 
hearing in New York October 22 to investigate the practices 
of the lines operating in this trade. 

Among the witnesses was J. W. Jackson, assistant general 
traffic manager of the National Distillers’ Products Corporation, 
New York, who said his company would transfer its intercoastal 
business to the transcontinental railroads if the contract rate 
system were dropped by the Gulf carriers. He added that, if 
the rail and water rates from the Gulf were the same, his com- 
pany would favor the railroads. 


T. Y. Roberts, secretary and rate agent of the Gulf Inter- 
coastal Conference, testified that, between January 1, 1934, and 
June 30, 1935, approximately 63.7 per cent of all tonnage carried 
by the conference lines was on the basis of contract rates. He 
introduced in evidence 160 letters which had been received by 
the conference from shippers endorsing the contract rate sys- 
tem. Of 191 letters received, he said, only four opposed it. He 
also introduced a copy of the conference contract agreement 
and said that he knew of no increase in contract rates but that 
in some instances there had been reductions. 


One objector to the contract rate system appeared at the 
hearing—Bernard Fabrikant of Dulien Steel Products, Inc.— 
who said his company had shipped on January 14 last 136,000 
pounds of secondhand boiler tubes. The company was forced 
to pay the regular tariff rate of 4344c per pound instead of the 
contract rate of 33%c because its contract renewal failed to 
reach the conference in time, and its claim for a refund was 
refusced. 

The hearing was closed October 23 after testimony by Major 
F. W. S. Locke, vice-president of the: Nelson Steamship Co., 
who charged the contract rate system was illegal and in re- 
straint of trade. Otherwise, he said, the Nelson Line would 
be in the Gulf intercoastal trade not only for its own benefit, but 
for that of shippers as well. His company, he added, had ap- 
plied for membership in the Gulf-Intercoastal Conference on 
March 1, 1934, and was refused. The conference then attempted 
to force lines planning to enter the trade to file certificates of 
public necessity with the Shipping Board Bureau, he said, but 
its application was denied by Secretary of Commerce Roper. 
The Nelson Line then renewed its membership application, but 
was denied admittance. 

Major Locke declared that, though the Gulf-Intercoastal 
lines claimed that contract rates aided stability, they had not 
found it necessary to establish the system in the eastbound 
trade. With the contract rates still in effect, he said, his line 
could not enter the trade as he did not believe any shipper 
would risk a penalty of $2 a ton in order to give the Nelson 
Line business. He added that the line would enter the trade 
if the system is ended. 

In adjourning the hearing the examiner announced that 
briefs must be filed by November 20. 
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WATER CARRIER AGEEMENTS 


The following described action has been taken by the De- 
partment of Commerce on freight agreements filed pursuant to 
the provisions of section 15 of the Shipping Act, 1916, as 


amended: 
Agreements Approved 

Agreement No. 2941 between the New York and Porto Rico Steam- 
ship Compauy and Navigazione Livera Triestina S. A. providing for 
tne trauspurtation of cargo unaer through bilis of lading from buer.vo 
Kican ports to Genoa, Leghorn and Napies, 

Agreement No. 4203 between Mooremack Gulf Lines, Inc., and 

Edwaru ¥. t#tariey and Morton L. Fearey, Trus.vees ot Guir Mau 
pbteamsnip Company, inc., providing tor the transportation OL cargo 
under through puls otf lading trom North Atlantic ports to mexican 
ports. 
Agreement No. 4437 between Lancashire Shipping Co., Ltd. (Dod- 
well-Castie Line) ana Southern Pacinc Company (morgan Line) pro- 
Vluing tor tue trausportation of cargo under tnrough bills of iauing 
irum the Pnilippine isiands, the Celebes, Java, Straits Settlements 
anda Sumatra to New Urleans, Galveston and Houston. 

Axreement No, 444/ between the Ucean Steamsnip Company, Ltd., 
the Cnina Mutual Steam Navigation Co., Ltd., Nederlanusche stoom- 
Vaa:it Maatschapij “‘Ucean’”’ (operating under the trade name of blue 
kunnei Line) anu Southern Paciic Company (Morgan Line) pro- 
viaing tor the transportation of cargo under through bills of lading 
trom ports in the frhilippine Islands, China, Dutch East Indies anu 
Straits Settlements to the ports of New Orleans, Houston and Gal- 
veston, 

Agreement No. 4465 between Shepard Steamship Co. and the 
memver lines of the Far Bast Conference under which Shepard Steam- 
ship Co, agrees tnat on all through shipments transported by it 
from U. 8S. Atlantic and Gulf ports to a Pacific coast port for 
tuanshipment to a port in the far East under the jurisdiction of 
the bar Kast Conference, it will charge rates no lower than the 
rates of such conference. Shepard Steamship Co. further agrees to 
tranship all cargo so transported to vessels of carriers wuich are 
members of either the Far East Conference or the Pacific West- 
bound Conference. ‘The conference lines agree to permit the Snep- 
ard Steamship Co. to participate in the transportation of cargo 
of shippers having contracts with the conference at the rates and 
upon the conditions specified in said contracts. 

Agreement No. 4018 between EHllerman & Bucknall Steamship 
Company, Ltd., and Andrew Weir & Company and Ocean Steamship 
Company of Savannah providing for the transportation of cotton in 
bales under througn bills of lading from Bombay, Calcutta ana 
karachi, India, to Savannah, Ga. 

Agreement No. 4528 between Waterman Steamship Corporation 
and Bull Insular Line, Inc., providing for the transportation of cargo 
under through bills of lading from United States ports to Virgin 
Island ports. 

Agreement No. 4541 between Coast Steamship Co. (1922), Ltd., 
and States Steamship Company (Caltfornia-Eastern Line) proviaing 
for the transportation of cargo on through bills of lading from Vic- 
toria, Vancouver, Powell River, New Westminster and Chemainus, 
British Columbia to United States Atlantic coast ports. 

Agreement No. 4542 between Coast Steamship Co. (1922), Ltd., 
and Pacific-Atlantic Steamship Company providing for the transpor- 
tation of cargo on through bills of lading from Victoria, Vancouver, 
Powell River, New Westminster and Chemainus, British Columbia, 
to United States Atlantic coast ports. 

Agreement No. 4547 between American Pioneer Line (Roosevelt 
Steamship Company, Inc., managing operators) and Ocean Steamship 
Company of Savannah providing for the transportation of cotton in 
bales under through bills of lading from Bombay, Calcuita and 
Karachi, India, to Savannah, Ga. 

Agreement No. 4550 betwee Wilh. Wilhelmsen, Aktiebolaget 
Svenska Amerika Mexiko Linien and Det Forenede Dempskibs-Sels- 
kab, A. S., establishing Gulf/Scandinavian and Baltic Sea Ports Con- 
ference to deal with the establishment and maintenance of agreed 
rates and charges for or in connection with transportation of cargo 
from United States Gulf ports to ports in Denmark, Norway, and 
on the Baltic Sea. 

Agreement No. 4553 between Dollar Steamship Lines, Inc., Ltd., 
and Southern Pacific Company (Morgan Line) providing for the 
transportation of cargo on through bills of lading from Singapore, 
Penang, Colombo and Bombay to New Orleans, Galveston and Hous- 
ton. 

Agreement No. 4554 between American-Hawaiian Steamship Com- 
pany and Baron Line, Ltd. (United States Navigation Company, 
Inc., agent) providing for the transportation of canned goods and 
dried fruit on through bills of lading from United States Pacific coast 
ports to the ports of Algoa Bay, Beira, Capetown, East London, 
Lourenco Marques and Port Natal. 

Agreement No. 4569 between Compania Espanola de Navegacion 
Maritima 8S. A. (Gardiaz Lines), Cosulich Societa Triestina di Navi- 
gazione, Dollar Steamship Lines, Inc., Ltd., The Export Steamship 
Corporation, Italia-Flotte Riunite Cosulich-Lloyd Sabaudo-Navigazione 
Generale, and Navigazione Libera Triestina, and The New York and 
Porto Rico Steamship Company providing for the transportation of 
cargo under through bills of lading from west coast of. Italy and 
Sicilian ports to Puerto Rican ports. 

Agreement No. 4574 between Dollar Steamship Lines, Inc., Ltd., 
and Crowley Launch & Tugboat Company providing for the trans- 
portation of cargo under through bills of lading between U. S. At- 
lantic coast ports and Oakland, Alameda and Richmond. 

Agreement No. 4575 between Dollar Steamship Lines, Inc., Ltd., 
and Crowley Launch & Tugboat Company providing for the trans- 
portation of cargo from U. S. Atlantic coast ports to Mare Island. 

Agreement No. 4576 between The Harkins Transportation Com- 
pany and Sudden & Christenson providing for the transportation of 
cargo under through bills of lading from Astoria and Longview to 
U. S. Atlantic coast ports. 

Agreement No. 4586 between Baltimore Insular Line, Inc., and 
The Atlantic & Caribbean Steam Navigation Co. providing for the 
transportation of lumber and rosin under through bills of lading 
from Jacksonville and Charleston to Venezuela and Dutch West Indies. 

Agreement No. 4598 between Union Steam Ship Company of New 
Zealand, Limited, and Pacific Steamship Lines, Ltd., providing for the 
transportation of cargo under through bills of lading from Australia, 
New Zealand, -Fiji Islands, Samoan Islands and Papeete, Tahiti to 
U. S. Pacific coast ports. 

Agreement No. 4605 between Societe Franco-Iberique D’Arme- 
ment and The New York and Porto Rico Steamship Company pro- 
viding for the transportation of cargo under through bills of lading 
between Marseilles, Barcelona, Malaga, Palamos, Seville and Valencia 
and Puerto Rican ports. 
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Agreement No. 4606 between Dollar Steamship Lines, Inc., Ltgq, 
Chamberlin Steamship Company, Inc., Puget Sound Freight Line,’ 
Puget Sound Navigation Company, Skagit River Navigation anq 
Trading Company and Border Line Transportation Company provid- 
ing for the transportation of cargo under through bills of lading 
from U. S. Atlantic coast ports to U. S. Puget Soynd ports. 

Agreement No. 4607 between Puget Sound Freight Lines, Puget 
Sound Navigation Company, Skagit River Navigation and Trading 
Company, Border Line Transportation Company, Chamberlin Steam. 
ship Company, Ltd., and Dollar Steamship Lines, Inc., Ltd., pro. 
viding for the transportation of cargo under through bills of lading 
from U. S. Puget Sound ports to U. S.. Atlantic coast ports. 

Agreement No. 4608 between Puget Sound Freight Lines, Puget 
Sound Navigation Company, Skagit River Navigation and Trading 
Company, Border Line Transportation Company, Nelson Steamship 
Company and Dollar Steamship Lines, Inc., Ltd., providing for the 
transportation of cargo under through bills of lading from U. §. 
Puget Sound ports to U. S. Atlantic coast ports. 

Agreement No. 4609 between Dollar Steamship Lines, Inc., Ltd, 
Nelson Steamship Company, Puget Sound Freight Lines, Puget Sound 
Navigation Company, Skagit River Navigation and Trading Company 
and Border Line Transportation Company providing for the trans- 
portation of cargo under through bills of lading from U. S. Atlantic 
coast ports to U. S. Puget Sound ports. 

Agreement No. 4611 between Wills Navigation Company and 
Calmar Steamship Corporation providing for the transportation of 
shingles from Campbell River, Chemainus, Powell River, Prince 
Rupert, New Westminster, Vancouver and Victoria, British Columbia, 
to U. S. Atlantic ports. 

Agreement No. 728-C between Navigazione Libera Triestina §S, A. 
and The New York and Porto Rico Steamship Company canceling 
Agreement No. 728, which provides for the transportation of cargo 
under through bills of lading between Genoa, Leghorn and Naples and 
Puerto Rico. 

Agreement No. 3128-C between Sudden & Christenson (Arrow 
Line) and Baltimore & Carolina Line, Inc., canceling Agreement No, 
3128, which provides for the transportation of cargo under through 
bills of lading from U. S. Pacific coast ports to Miami, Fort Pierce 
and Port Everglades. 

Agreement No. 3644-C between American Line Steamship Cor- 
poration (Panama Pacific Line) and Prince Line, Limited, canceling 
Agreement No. 3644, provides for the transportation of frozen fish 
from San Francisco to Buenos Aires. 

Conference Agreement No. 134-A between Compania Maritime del 
Nervion, Lykes Bros. Ripley Steamship Co., Inc. (Dixie Mediter- 
ranean Line), Tampa Interocean Steamship Company (Gulf/West 
Mediterranean Line) et al., supplementing agreement of the Gulf/Med- 
iterranean Ports Conference (Conference Agreement No. 134) to record 
agreement for observance of uniform rates on cargo from Gulf and 
South Atlantic ports to ports in the Mediterranean Sea, Black Sea, in 
the Levant and Moroccan ports, outside the scope of the Gulf/Mediter- 
2 a. Ports Conference Agreement but transhipped at ports covered 
y it. 
Conference Agreement No, 134-10 between Compania Maritime del 
Nervion, Lykes Bros. Ripley Steamship Co., Inc. (Dixie Mediterranean 
Line), Tampa Interocean Steamship Company (Gulf/West Mediter- 
ranean Line) et al., modifying the agreement of the Gulf/Mediter- 
ranean Ports Conference (Conference Agreement No. 134), to show 
definitely the North African and Adriatic Sea Ports to which it is 
applicable. 

Conference Agreement No. 195-1 between Border Line Transpor- 
tation Company, Puget Sound Freight Lines, Puget Sound Naviga- 
tion Company and Skagit River Navigation & Trading Company, ex- 
tends the scope of the agreement of the Puget Sound Carriers’ Con- 
ference (Conference Agreement No. 195) to include cargo transhipped 
to or from vessels operating in any coastwise or overseas trade, which 
may be covered by tariffs of that conference filed with the depart- 
ment. 

Agreements Canceled 


Agreement No. 539 between Cosulich Line and Bull Insular Line, 
Inc., covering the transportation of cargo between Italy and Puerto 
Rico. 

Agreement No. 1341, as amended, between Swayne & Hoyt, Ltd., 
and Lykes Bros. Steamship Co., Inc., provides for’the transportation 
of cargo under through bills of lading from Pacific coast ports to 
the Dominican Republic. 

Agreement No. 1446 between Mooremack Gulf Lines, Inc., and 
Edward P. Farley and Morton L. Fearey, Trustees of Gulf Mail Steam- 
ship Company, Inc., provides for the transportation of cargo between 
U. S. North Atlantic ports and Progreso, Mexico. 

Agreement No. 1644 between American-Hawaiian Steamship Com- 
pany and United States Navigation Company, Inc., providing for the 
transportation of cargo on through bills of lading from United States 
Pacific coast ports to Cape Town, Algoa Bay, East London, Port 
Natal, Lourenco Marques and Beira. . 

Conference Agreement No. 218 between Wilh. Wilhelmsen, Aktie- 
bolaget Svenska Amerika Mexiko Linien and Det Forenede_ Damp- 
skibs-Selskab, A. S., superseded and canceled by Agreement No. 4590. 





RIVERS AND HARBORS CONGRESS 


A special session of the National Rivers and Harbors Con- 
gress to be held at New Orleans, La.., December 13 and 14, 
has been called by Frank R. Reid, president of the organiza- 
tion. The purposes of the meeting as stated in the call are to 
consider the present status of the rivers and harbors, flood 
control and waterways program; to formulate a legislative pro- 
gram for presentation at the forthcoming session of the Na- 
tional Congress in January; and to take concerted action toward 
obtaining the allocation of additional funds by the administra- 
tion for meritorious waterway and flood control projects through- 
out the United States. 

The special session is to be held in the week of the open- 
ing and dedication of the highway bridge over the Bonnet Carte 
spillway, one of the major features of the Mississippi River 
flood control project, to divert the flood waters of the river into 
Lake Pontchratrain. 

Governors of the 48 states, mayors of the principal cities 
and presidents of chambers of commerce, waterway associa- 
tions and agricultural, industrial and trade organizations have 
been asked to name delegates to the convention. 
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SHIPPING LABOR COMPLAINTS 


The National Labor Relations Board has issued a complaint 
against the United Fruit Company at New York, charging the 
company with unfair labor practices under the national labor 
relations act, by discharging three banana handlers, employed 
at its New York piers, for joining the International Longshore- 
men’s Association, and by interfering with employes’ choice of 
representation for collective bargaining. In a statement the 


poard said: 


The company was notified of a hearing at the United States Cus- 
toms Court House, New York City, on October 31, to be conducted 
py Dean Charles E. Clark of the Yale Law School, acting as trial 
examiner for the_board. ‘ ; 

The United Fruit Company, according to the allegations of the 
complaint, is engaged in the importation and receipt of bananas and 
other tropical products purchased and produced abroad, and in the 
sale, transportation and distribution:of same throughout the United 
States and foreign countries throughout the world. It operates, in 
connection with this trade and commerce, a large line of steamships 
in the transportation of such products and in the common carriage 
of passengers, freight and mail. The case arises among the group of 
some four hundred banana handlers engaged in and about the com- 
pany’s New York piers in the unpacking of cargoes of bananas re- 
ceived from points abroad, and in transferring these cargoes to rail- 
road freight cars for transshipment to various parts of the United 
States and Canada. 3 : 

The complaint alleges that the unfair labor practices charged 
have occurred and are occurring in the course and current of inter- 
state and foreign commerce, and have led and tend to lead to labor 
disputes, strikes and other forms of industrial unrest which have the 
intent and necessary effect of burdening and obstructing such com- 
merce and the free flow thereof, by impairing the safety, efficiency 
and operation of instrumentalities of such commerce and by mate- 
rially affecting, restraining and controlling the current of such com- 
merce in the materials and products above described and the flow 
of such materials and products from and into the channels of such 
commerce. 

The National Labor Relations Board has issued a com- 
plaint against the Delaware-New Jersey Ferry Company, operat- 
ing ferries between Newcastle, Del., and Pennsville, N. J., and 
between Wilmington, Del., and Pennsgrove, N. J., charging 
the company with refusal to bargain collectively with the repre- 
sentative of the Marine Engineers’ Beneficial Association, No. 
13, although he had been designated by a majority of the 
operating engineers employed by the ferry company in the 
operation, repair, and mechanical maintenance of its ferry 
boats. A hearing will be held on the complaint October 31 at 
Philadelphia before William R. Walsh, designated as _ trial 


examiner by the board. 


BROKERAGE SERVICE FEES 


Examiner C. O. Arthur, in Shipping Board Bureau No. 171, 
Atlantic Cotton Association vs. Compagnie Generale Trans- 
atlantique et al., has recommended that the Department of Com- 
merce find that agreements between carriers by water in for- 
eign commerce and other persons purporting to fix brokerage 
commissions and forwarding charges should not be approved 
under section 15 of the shipping act, 1916. He said approval 
should be denied without prejudice to the filing of proper agree- 
ments for approval by the department. 

The case pertains to ninety-two agreements filed with the 
department by carriers in foreign commerce, members of the 
Gulf/United Kingdom and Gulf/French Atlantic Hamburg Range 
Freight Conferences, and other persons therein termed brokers. 
The agreements purported to fix, said Examiner Arthur, the 
amounts of commissions the carriers were agreeable to pay such 
other persons for brokerage services, and also the amounts of 
the charges to be collected from shippers for forwarding serv- 
Ices to be performed by the carriers and such other persons. 
_ On protest by the Atlanta, Ga., Cotton Association a hear- 
Ing was had at which the Alabama State Docks Commission, 
City of Panama City, Fla., Chamber of Commerce of Panama 
City, Fla., Texas Industrial Traffic League, National Industrial 
Traffic League, Southwestern Millers’ League, A. E. Staley Manu- 
facturing Co. and New Orleans Joint Traffic Bureau intervened. 

_ Brokers, said Examiner Arthur, were not subject to the 
shipping act, and agreements between carriers subject thereto 
and brokers were not of a class required to be filed under sec- 
tion 15. He said that if carriers desired to submit agreements 
to the department for consideration respecting their employment 
of brokers, it should be done in the form of a modification of 
their respective conference agreements, and such modification 
should include the form of contract with the brokers. 

Inasmuch as forwarders were subject to the shipping act, 
Examiner Arthur said, agreements between carriers and for- 
Wwarders fell within the purview of section 15. The agreements 
under consideration, he said, although fixing the minimum 
charges for forwarding services which the brokers and carriers, 
When acting in the capacity of forwarders, would assess ship- 
Pers, failed to set forth precisely what the contemplated for- 
warding services were. 

Agreements regulating the charges for forwarding services, 
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the examiner said, were probably desirable. He suggested that 
the parties who had submitted the agreements submit separate 
agreement or agreements covering their charges for forwarding 
services. Such agreement or agreements, he said, however, 
should clearly state the forwarding services covered. Some of 
the services referred to in the record as sometimes falling with- 
in the accepted meaning of forwarding, the examiner said, 
appeared to embrace activities which common carriers could 
not legally perform, as, for example, the filing of damage claims 
against themselves, and the issuance to themselves of. letters 
of guarantee. 

The examiner said that if the suggestions made in his re- 
port were followed care should be taken both in'the modifica- 
tion of the conference agreements and in the agreements 
covering forwarding activities to keep brokerage activities and 
forwarding activities separate. He said the department should 
deny approval of the ninety-two agreements without prejudice 
to the filing of other agreements. 


MAIL VESSEL SPEED TESTS 


Tests of ocean mail contract vessels to determine whether 
or not they are making the speed claimed for them in the con- 
tracts between the Post Office Department and the shipping lines 
and are, therefore, entitled to subsidy payments at rates of 
compensation specified in the contracts are to be continued in 
November and December. There are 275 vessels covered by such 
contracts but relatively few of them will be subjected to tests, 
according to present indications, the “logs” of the vessels in a 
= of the cases showing speed as required by the con- 
racts. 

As the results of tests thus far made three vessels are “out” 
as mail carriers under contracts and five are operating under 
reduced mileage rates of compensation. The three vessels 
that are no longer used as mail contract ships are the Colo- 
rado and Edgehill, of the Lykes Bros. Ripley Steamship Com- 
pany, which were classified as class 6 vessels but which failed 
to make the required 10 knots speed, and the Margaret Lykes, 
of the Lykes Bros. Steamship Company, Inc., whith was clas- 
sified as a class 5 vessel but which failed to make the required 
13 knots speed. According to Post Office officials, under the 
contracts covering these vessels the failure to meet the speed 
requirements ended the contracts. 

In the case of the vessels Delnorte and Delmundo of the 
Mississippi Shipping Company, Inc., which were classed as 
class 5 vessels and which received $4 a nautical mile, the ves- 
sels failed to make the required 13 knots and have been re- 
classified as class 6 or 10-knot ships which get $2.50 a mile. 

The Pan America, of the Munson Line, was classified as a 
class 3 vessel required to make 18 knots and compensated at 
the rate of $8 a mile. It failed to make the required speed 
and the company has been required to suffer a reduction in 
compensation of $2 a mile. 

The Topa Topa of the Waterman Steamship Corporation, a 
class 5 13-knot ship, made the speed required as did the class 5 
Argosy and Sagaporack ships of the American Scantic Line, 
Inc. 

The Kenowis and the Maiden Creek of the Waterman line 
failed to make the grade as class 5 vessels and have been re- 
classified as class 6 vessels with a reduction in pay of from 
$4 to $2.50 a mile. 


OFFICERS FOR INLAND WATERWAYS VESSELS 


The Department of Commerce has announced that, on 
Wednesday, October 30, a public hearing will be held in the 
auditorium of the department, Washington, D. C., on the sub- 
ject of the number of licensed officers, both deck and engine 
room, to be carried on vessels plying on inland waterways of 
the United States. J. M. Johnson, Assistant Secretary of Com- 
merce, will preside. All interested parties are invited to attend. 


FLEET CORPORATION CHANGES 


Thomas M. Woodward, who recently resigned as vice-presi- 
dent of the Merchant Fleet Corporation and became consumers’ 
counsel under the new bituminous coal conservation act, was 
requested to resign, according to Senator Schall, of Minnesota, 
because he protested against “scuttling” the Leviathan. The 
Minnesota senator issued a statement headed, “Punished for 
defending his country,” in which he said that Woodward was 
guilty “of trying to protect American shipping interests against 
the British and their American Tory agents.” The Leviathan was 
laid up by the United States Lines recently with the approval of 
the Department of Commerce and under an agreement providing 
for the construction of a new vessel for the American trans- 
Atlantic passenger service. Senator Schall reiterated charges 
made by him heretofore linking the names of “the President’s 
two friends, Vincent Astor and Kermit Roosevelt,” with the 
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retirement of the Leviathan from service. He charged that Astor 
and Roosevelt through stock interest “in sundry shipping cor- 
porations” had obtained the control of the Leviathan and that 
they were also large stockholders in the International Mercantile 
Marine, a company, he said, which carried “the British flag.” 
Thus, said the senator, the Leviathan had fallen under pro- 
British domination. 

Charges with respect to withdrawal of the Leviathan from 
service were made by former Assistant Secretary of Commerce 
Mitchell, who was ousted from his office, and inquired into by 
the Senate commerce committee at the last session of Congress. 
Secretary Roper, of the Department of Commerce, replied to the 
charges and defended the course pursued with respect to the 
vessel (see Traffic World, June 29, p. 1267). 


INTERCOASTAL CARGO CHARGES 


Additional complaints filed with the Shipping Board Bureau 
of the Department of Commerce seeking reparation on account 
of imposition of assembling and distributing charges on inter- 
coastal shipments at Los Angeles and Long Beach, Calif., are 

o. 320, Endicott-Johnson Co. vs. Pacific Atlantic et al., and 
o. 324, Hills Bros. Co. vs. Gulf Pacific Line. 


gest of New Complaints 





/ | 
ingdon Sanitary Manufacturing Co., Inc., Abingdon, 
m2 ££. & YY. ot &. 
eagonable rates, feldspar, from. points in S. D., to points 
.. Mo., Ky., Ill., Ind., Wis., lower peninsula of Mich., and 
. Cgmplainant receives crude feldspar from Pringle, S. D., 
at/fits grinding plant at Abingdon and ships from there ground 
fefdspar to consuming points in states listed. No joint through 
rates available. Alleges that from other producing points, prin- 
cipally in S. D., Colo., the southeast and New England, dealers 
in feldspar are either accorded joint through rates, with grinding 
in transit privileges, lower than the combinations of rates to and 
from the grinding points or joint or combination through rates 
from mine grinding points that are lower actually and/or rela- 
tively than complainant’s through combination rates. Asks cease 
and desist order and rates. (F. W. Rice, practitioner, 228 People’s 
Bldg., Galesburg, III.) 


No. 27184, Erie Stone Co., Indianapolis, Ind., vs. N. Y. C. 
Unreasonable rates, agricultural limestone, Bluffton, Ind., to 
points in Illinois. Asks cease and desist order and reparation. 
(A. B. Cronk, atty., 1024 Hume Mansur Bldg., Indianapolis, Ind.) 


No. 27185, Continental Paper Grading Co. et al., Chicago, IIl., vs. 
mB & ©. C. TF. et.al. 

Rates in violation sections 1, 4 and 6, scrap paper, points in 
Chicago switching district taking Chicago rates to Elkhart, Ind., 
Constantine, White Pigeon and Three Rivers, Mich. Asks rates 
and reparation. (Ford D. Porter, traffic counselor, 440 South 
Dearborn St., Chicago, Ill.) 

No. 27186, Greater Muskegon (Mich.) Chamber of Commerce for the 
Central Paper Co. vs. Pere Marquette et al. 

Rates in violation sections 1 and 3, woodpulp wrapping paper, 
Muskegon, Mich., to points in Wis., Ill., Mo., Kan., Neb., Ia., 
Minn., N. D., S. D., Colo. and Wyo., as compared with rates from 
Wisconsin mill points. Asks rates. (A. W. Dahlstrom, t. m., 
970 Third St., Muskegon, Mich.) 


No. 27187, Procter & Gamble Distributing Co., Cincinnati, O., vs. 
A. TT. & S&S. FF. et al. 

Rates and charges in violation section 4, lard substitute, Dallas, 
Tex., to various destinations in N. M. Asks waiver of collection 
of charges in excess of those legally applicable. (W. E. Willey, 
t. m., Gwynne Bldg., Cincinnati, O.) 

No. om The Procter & Gamble Co., Cincinnati, O., vs. B. & O. 
et al. 

Unreasonable rates, whale oil, imported through the port of 
Good Hope, La. (New Orleans), placed in storage in bond at Good 
Hope in 1931 and in 1932, 41 tank carloads shipped from Good 
Hope to Ivorydale, O. Ask cease and desist order, waiver of col- 
lection of undercharges, or reparation. (W. E. Willey, t. m., 

? Gwynne Bldg., Cincinhati, O.) 
No. or Sioux City Seed So., Sioux City, Ia. vs., C. & N. W. et al. 
et al. : 

Unreasonable rates and charges, sweet clover seed, Norfolk, 
Neb., Milwaukee, Wis., and Carroll, Ia., to points in Ohio, Mo., 
Ta., Ill. and Minn. Ask cease and desist order and reparation. 
(P. R. Wigton, practitioner, Sioux Citv, Ia.) 

No. 27190, Paraffine Companies, Inc., San Francisco, Calif., vs. Denver 
& Rio Grande Western et al. 

Rates, prepared roofing, asphalt shingles, and other roofing 
and building materials, Paraffin, Calif., to destinations in Colo., 
and Utah, in violation of sections 1, 4 and 6. Asks for cease 
and desist order, the application of the Denver rate as a maxi- 
mum, allowance of stopping in transit partly to unload and rep- 
— (A. W. Brown, T. M., and practitioner, San Francisco, 
a . 

No. 27191, United Wall Paper Factories, Inc., Jersey City, N. J., vs. 
Central of Georgia et al. 

Rates, clay, points in Ga. and S. C. to Joliet, Ill., Jersey City, 
York, Pa., and Hudson Falls, N. Y., in violation of section 1. 
Ask for a cease and desist order and reparation. (T. P. Scanlan, 
practitioner, 1608 Milwaukee Ave., Chicago, TI.) 

No. 27192, Connor Lumber & Land Co., Marshfield, Wis., vs. Ann 
Arbor et al. 

Rates, sawdust, shavings and shingle tow, from its mills at 
Laona and Marshfield, Wis., and Connorsville, Mich., to points 
in official classification territory in violation of section 1. Asks new 
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rates based on 34,000 lbs. minimum and reparation. (J. W. Good- 
man, practitioner, 7062 Plankinton Bldg., Milwaukee, Wis.) 

No. 27193, Mexican Petroleum Corporation et al., New York, N. y,, 
vs. A. C. L. et al. 

Rates, benzol, Clairton (Bessemer), Pa., to Port Wentworth, 

Ga., Jacksonville and Tampa, Fla., in violation of section 1. Ask 
NY (R. H. Maupin, a. t. m., 122 East 42nd St., New York, 
iN. . 


. CAR SURPLUS REPORT 


Class I railroads in the period September 14-30 had an aver. 
age daily surplus of 228,520 freight cars as compared with 228,176 
in the preceding period, September 1-14, according to the Asso. 
ciation of American Railroads. It was made up as follows: 


Box, 110681; ventilated box, 816; and automobile and furniture, 
21,389; total box, 132,886. Flat cars, 8,347; gondolas, 32,153; hop- 
per, 26,699; total coal cars, 58,852; coke, 637; single-deck stock, 16,716; 
double-deck, 2,247; refrigerator, 7,691; tank cars, 337, and miscel- 
laneous, 807, a total of 228,520. 

The Canadian surplus consisted of 5,678 box, 796 automobile, 
568 flat, 292 gondola, 234 single-deck stock, 482 refrigerators, and 
376 miscellaneous cars, a total of 8,426. 


ABANDONMENT OF RAILROADS 


Since November 1, 1934, the Commission has authorized 
railroads to abandon 1,665 miles of railroad, as compared with 
abandonment of 2,514 miles in the year ended October 31, 1934, 
according to Commission records. 

More than 16,000 miles of railroad have been authorized to 
be abandoned by the Commission since 1920 when it first ob- 
tained the power in the transportation act of 1920 to authorize 
abandonment of lines. At October 31, 1934, the authorized aban. 
donments stood at 14,570.94 miles but this included 881.65 miles 
of which the Delaware & Hudson Co. was permitted to abandon 
operation and which was acquired and operated by the Delaware 
& Hudson Railroad Corporation, a new company. 

Prior to 1930, the beginning of the depression in business, 
authorized abandonments ran as follows by years (ended Oct 31): 
1921, 701 miles; 1922, 526 miles; 1923, 523 miles; 1924, 453 miles; 
1925, 651 miles; 1926, 592 miles; 1927, 830 miles; 1928, 587 miles; 
1929, 539 miles. 

Beginning with 1930, the abandonment of lines increased as 
follows: 1930, 1,807, including the D. & H. mileage; 1931, 1,019 
miles; 1932, 1,418 miles; 1933, 2,404 miles; 1934, 2,514 miles. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has issued a revised state- 
ment in respect of its findings in the case of representation of 
employes of the Norfolk & Western (see Traffic World, Oct. 19, 
p. 666) so as to eliminate from its final certifying paragraph the 
words “since only a minority have indicated any desire for a 
change,” and making the finding simply that “no change in 
representation is desired by the yard conductors and car retarder 
operators.” The words eliminated from the certifying para- 
graph, however, were inserted in a preceding paragraph in the 
revised statement. 





NORTHWEST ADVISORY BOARD 


The Northwest Shippers’ Advisory Board will meet at the 
Marvin Hughitt Hotel, Huron, S. D., October 29. In addition to 
the reports from the commodity committees and from the indi- 
vidual railroads there will be a special report of the freight 
claim prevention committee by O. W. Galloway, the chairman. 
The following state vice-chairmen will report: Minnesota, P. F. 
Schunemann; North Dakota, C. H. Conaway; South Dakota, C. 
Larsen, and Montana, C. A. Rahn. A. A. D. Rahn, general chair- 
man, will preside. A. F. Nelson, chairman, will report for the 
executive committee, and L. M. Betts, manager, closed car sec- 
tion, car service division, Association of American Railroads, 
Washington, D. C., will report on the national transportation 
situation. H. W. Wike, first vice-chairman, freight station sec- 
tion, operating division, A. A. R., will report for this section. 
Mr. Conaway, who is president of the Farmers National Grain 
Dealers’ Association, will speak at a luncheon to be held on the 
day of the meeting at the Marvin Hughitt Hotel. 





CHICAGO TRAFFIC COUNCIL NOMINATIONS 


The annual meeting of the traffic council of the Chicago As- 
sociation of Commerce will be held November 11. Officers will 
be elected. S. L. Felton, general traffic manager, Acme Steel 
Corporation, has been placed in nomination for the general 
chairmanship, and E. F. Scott, general traffic manager, Beatrice 
Creamery Company, for the vice-chairmanship. L. E. Muntwyler, 
general traffic manager, Montgomery Ward and Company, is the 
present general chairman, and C. W. Hester, district traffic 
manager, Federated Metals Corporation, the present vice 
chairman. 
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Commission Practitioners 


Annual Meeting in New York—Addresses by Commissioners Aitchison and Caskie—Officers 
Elected—Committee Reports—Action on Wagner Bill 


(By Stanley H. Smith, staff correspondent at New York City) 


Commission began its sixth annual 
meeting at the Commodore Hotel in New 
York City with a luncheon October 23 at 
which R. W. Barrett, of New York City, 
acted as toastmaster. 

After a brief address of welcome made 
by William C. Chandler, acting corporation 
counsel of the city of New York, on behalf 
of Mayor LaGuardia, in which the speaker 
pointed out how dependent the metropolis 
of the nation was on interstate commerce, 
William L. Ransom, president of the Amer- 
ican Bar Association, spoke on the import- 
ance of obtaining a better organization of 
the legal profession as an instrument of 
public service. Though practitioners before 
the Interstate Commerce Commission were 
engaged in a narrow field of law, said he, 
it was commendable that they had formed 
an association that could be of value in 
bringing about mutual understanding be- 
tween the practitioners who represented 
private interests and those who were pub- 
lic officials. It was no longer true, said he, 
that lawyers represented only private 
clients. A large number of the members 
of the profession, said he, were now in 
public office engaged in appearing for the 
public. His thought was that bar associa- 
tions and practitioners’ associations could 
perform a good service in bringing these 
two elements in the profession together. 

Following luncheon the delegates to the 
meeting held their first business session, 
which lasted until later in the afternoon 
due to the desire of W. H. Chandler, presi- 
dent, to transact as much business as pos- 
sible that day. 

In his report as president of the associa- 
tion, Mr. Chandler submitted for the con- 
sideration of the delegates several sugges- 
tions made to him by former President 
McFarland respecting changes he thought 
would be in the interest of the association. 

One suggestion made by Mr. McFarland 
was that it would be wise to have the 
chairman of the executive committee, by 
tradition, be the logical successor to the 
retiring president, the thought being that 
the president would then have the benefit 
of experience on the executive committee. 

“In most if not all cases this would be 
very satisfactory,” said Mr. Chandler. “If 
the chairman of the executive committee 
should always be happily selected and if 
he evinced great interest in the work of 
the association it would probably be in the 
association’s interest for him to succeed 
the retiring president. If he did not show 
the interest expected of him it would not 
be. I believe it wise to leave the nominat- 
ing committee unrestricted in its selection 
of officers.” 

Mr. Chandler agreed with a suggestion 
made by Mr. McFarland that the three 
vice-presidents of the association should be 
members of the executive committee. He 
said this change would require an amend- 
ment to the constitution of the association, 
which was later made. 

Elimination of limitations in the consti- 
tution and by-laws preventing a member of 
a committee succeeding himself, recom- 
mended by Mr. McFarland to the end that 
where committee desired to continue to 
Serve the association might obtain the 
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benefit of their experience, was also 
favored by Mr. Chandler who added he 
would go further than did the former presi- 
dent. He objected to the present arrange- 
ment under which the president may ap- 
point only three men on each committee, 
including the executive committee, “and 
be held responsible for six men on each 
committee appointed by the two preceding 
presidents.” He contended the president 
should be allowed to select “his own tools 
if he is to be held responsible for the or- 
ganization’s welfare.” 

“I want to make it most emphatic,” said 
Mr. Chandler, “that so far as the present 
committees are concerned I have no criti- 
cism, but it is fundamentally wrong to 
tie your president’s hands and then hold 
him responsible for results. This recom- 
mendation should receive careful thought.” 


Need for Legislative Committee 


Taking up the Wagner bill, S. 2944, 
which was indefinitely postponed by the 
Senate at the last session after the judici- 
ary committee had reported it with the 
recommendation that it be dropped, Presi- 
dent Chandler said: 


The Wagner bill to prohibit any but lawyers 
representing a client before any department, 
bureau, commission or other executive or ad- 
ministrative agency of the United States in 
return for compensation, was considered by 
the executive committee and action taken. 
The bill was not passed but it is far from 
dead. It is expected that this proposed legis- 
lation will be the subject of a report by the 
appropriate committee. 

_I am of the opinion: that the time has ar- 
rived when we should have a committee to 
protect the interests of the association when 
such legislation as the Wagner bill or other 
legislation affecting the rights of members 
is proposed, and I think if such a committee 
is appointed its duties should be prescribed 
with sufficient clearness as not only to limit 
its authority but also to prescribe the scope 
of its activity with full authority to act within 
its authority whenever occasion arises. 

I offer for your consideration the following 
suggestion to be taken up at the proper time 
during this meeting. Instead of adding a 
committee on legislation to the list of stand- 
ing committees which now appear in our con- 
stitution, that after the list which now ap- 
pears there be added the following: 


“Also a committee on legislation of three 
members shall be appointed by the president, 
with the approval of the chairman of the ex- 
ecutive committee. The membership of this 
committee shall be selected from members 
who can best carry out the duties imposed 
and can quickly and conveniently appear in 
opposition to or in support of any legislation 
within the socpe of its jurisdiction.” 


And that an amendment to the by-laws deal- 
ing with the committee on legislation be 
adopted to read as follows: 


“The committee on legislation shall keep 
posted on any legislation that may be in- 
troduced that would be detrimental or other- 
wise of interest to the association or its mem- 
bers and_in case of emergency shall have au- 
thority to oppose or support such legislation, 
but it shall not take action on any legislation 
on which there can be any question as to the 
interest of the association as a whole or upon 
any amendments of the interstate commerce 
act, or any part thereof, that does not affect 
the right of members to practice before the 
regulatory commission, nor shall it use its 
emergency authority without consent of the 
President or the chairman of the executive 
committee, except in cases where the obtain- 
ing of such consent would preclude the possi- 
bility of the association’s objection or sup- 
port being recorded.”’ 

I am not wedded to the particular language 
which I have suggested. If a legislative com- 
mittee is to do effective work the scope of 
its activity should be clearly defined and then 
it should be left without its hands being tied 
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so far as effectuating the policy of the .or- 
ganization is concerned. This can be taken 
up at the appropriate time. 

Section 8 of article VI of the by-laws au- 
thorizes the president to appoint ‘‘such spe- 
cial committees.’’ The language is defective 
as “such” has no antecedent and the president 
may not appoint a special committee, irrespec- 
tive of the importance of prompt action being 
necessary, without the executive committee 
chairman convening the executive committee 
to authorize the appointment. In amending the 
by-laws, obviously the word “‘such’”’ should be 
stricken and if the intention is that the ap- 
pointment of the committee shall take place 
only on action of the executive committee, 
the language should be revised to make it 
clear that such committees may be authorized 
by the executive committee and unless other- 
wise specifically indicated the appointees to 
be named by the president if that is what 
is wanted. The executive committee al- 

rays has the right to appoint a _ special 
committee from its membership under article 
VII, par, 2, of the constitution. 

Under article VI of the constitution the 
president apparently is given the right to 
appoint special committees. It should be made 
clear that the right to appoint depends on 
action of the membership—which may always 
be done—or by direction of the executive 
committee. if that is the desire of the mem- 
bers. 

Recently in a matter being handled by one 
of the committees, I found it necessary to be- 
come posted with respect to its action. The 
constitution provides that the president shall 
be a member ex-officio of all committees 
appointed by him (see article VI of the con- 
stitution). I found that chairmen and mem- 
bers of committees had not furnished your 
president with copies of letters that had 
passed and, therefore, he was not fully 
posted as to their work. It would be very 
helpful to your president if all of the commit- 
tees furnished him with a copy of all commu- 
cations passing between committee members 
in order that he may at all times be fully 
cognizant of the status of any matter under 
discussion. A 

In conclusion let me say I think very seri- 
ous consideration should be given to the re- 
ports that are to follow, particularly the report 
of the committee on education for practice. 
We have been making recommendations to 
the Commission, based on that committee’s 
recommendations, almost from the inception 
of the organization. The Commission has not 
seen fit to follow our suggestions and a ques- 
tion arises in my mind as to the vision of 
continuing to recommend something which 
obviously is not acceptable to the Commis- 
sion. If, on the other hand, it is felt wise 
to persist in pushing this matter with the 
Commission, then I think it is our duty def- 
initely to state what kind of examinations 
we think should be adopted in order that it 
may have clearly before it just what we have 
in mind. I can state, as a positive fact, that 
a feeling exists within our organization that 
there is an ulterior motive back of the pro- 
posal to require written examinations. There 
is no substantial basis for this feeling, but 
that it exists was fully demonstrated by the 
correspondence I had with some of our mem- 
bers when the Wagner bill was up for dis- 
cussion. It, therefore, seems to me that it 
is in the interest of the organization to 
clarify its position with respect to this sub- 
ject in order that no misunderstanding may 
exist in our ranks. When the subject is 
brought up for discussion I hope that all 
members present will take an active part in 
the discussion in order that whatever fog ex- 
ists may be dispelled. 


Committee on Procedure 


Parker McCollester submitted the report 
of the committee on procdure for the year 
1934-1935, of which E. S. Ballard is chair- 
man, pointing out that the only matter of 
importance that came before the commit- 
tee was as to the question, “Are you in 
favor of strict enforcement of Rule XIV 
(d) 3 (of the Commission’s Rules of Prac- 
tice), reading as follows: ‘After expiration 
of the time set for briefs the examiner 
will prepare his proposed report, contain- 
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ing the statement of the issues and facts 
and the findings and the conclusions which 
he thinks should be made,’” and the ques- 
tion, “Are you in favor of the adoption of 
the same practice by the Commission in 
the preparation of its reports?” 

These questions were answered in the 
affirmative, the report was approved and a 
motion was adopted to the effect that the 
action of the association should be made 
clear to the Commission by the committee 
which was directed to present the views of 
the association as embodied in the report. 

“By way of explanation,” said the com- 
mittee report, “it may be said that the 
inquiry has reference to the practice fre- 
quently indulged in both by examiners and 
the Commission of reciting the contentions 
of the various parties without making any 
evidentiary findings or stating any facts 
with respect to controversial matters. In 
its extreme form such a report consists 
of an opening statement of uncontradicted 
facts, a long series of recitals of the factual 
contentions of the parties, and an ultimate 
formal finding of fact. (There may also 
be discussions of legal questions and con- 
clusions of law but that is not germane to 
the present question).” 


New Officers 


C. E. Hochstedler, chairman of the com- 
mittee on nominations, submitted the fol- 
lowing report: For President, Elmer A. 
Smith, of Chicago, who has been chairman 
of the executive committee; for chairman 
of the executive committe, Allen P. Mat- 
thew, of San Francisco, Calif.; for vice- 
president eastern region, Edwin H. Bur- 
gess, New York City; for vice-president 
southern region, Marcus M. Emmert, At- 
lanta, Ga.; for vice-president western 
region, F. A. Leffingwell, Dallas, Tex.; for 
secretary, H. D. Driscoll, Tulsa, Okla.; for 
treasurer, Clarence A, Miller, of Washing- 
ton, D. C., and for executive secretary, 
Sarah F. McDonough, of-Washington, D. C. 
This report was later adopted. 

As chairman of the executive committee, 
Mr. Smith made a brief report in which he 
told of the association having established 
contact with the Commission on the ques- 
tion of how the association could best 
carry out its purposes. The matter was 
still under consideration, said he; adding 
that it might be fairly said that the ques- 
tion up for determination was just what 
sphere of work should be the objective of 
the association. 

The report of the treasurer, Mr. Miller, 
was submitted by Dr. Driscoll. It showed 
the association operating “in the black,” 
with an excess of income over outgo and 
a balance on hand as of October 1 of 
$5,732.81. The report was accepted. 

In his report as secretary Mr. Driscoll 
dwelt on the question of taking steps to 
obtain new members, to reinstate old mem- 
bers and to retaining present members. 
He proposed a greatly enlarged special 
membership committee, with key men in 
every section of the United States. There 
was considerable discussion as to how the 
association should proceed to obtain new 
members and as to what should be done 
about members who had not paid their 
dues. One suggestion was that the names 
of the latter should be published in the 
association’s publication. President Chand- 
ler said the executive committee would 
consider the membership matter further.' 
The secretary’s report was adopted. 


Ethics and Grievances 


The report of the committee on profes- 
sional ethics and grievances was sub- 
mitted by Edwin H. Burgess, chairman. 
The committee recommended amendment 
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of Article VI, section 2 (d), of the asso- 
ciation’s by-laws to add the words “mem- 
bers of the association present and voting” 
in contrast to the present requirement that 
as to action on recommendations of cen- 
sure or disbarment there be approval by 
“a two-thirds vote of the -association.” 
Under the amendment, which was ap- 
proved, a two-thirds vote of the members 
of the association present and voting will 
be required in association action in griev- 
ance cases. The remainder of the report 
of the committee, which also was adopted, 
the report as a whole finally being adopted, 
follows: 


IlI. The committee in response to an inquiry, 
which was considered at a meeting on Sep- 
tember 6, rendered the following informal 
opinion No. 3: 


Informal Opinion No. 3 


Upon enactment of the motor carrier act, 
inquiry was made as to the ethical propriety 
of a practitioner circularizing a letter to motor 
carriers generally, directing their attention 
to the requirements of the new act, their far 
reaching effect upon the motor carrier in- 
dustry, and suggesting that proper compliance 
therewith necessitates the services of those 
specially skilled. The proposed letter further 
invites conferences and interviews with the 
obvious view to the employment of the writer 
thereof for the rendition of such services. 

The circulation of a letter of such char- 
acter and in such manner by any practitioner 
is plainly contrary to the express language of 
Canon 32. The circulation would not be limited 
to those to whom its distribution is sanctioned 
by personal relations with the writer, and 
the evident purpose of the communication is 
the general solicitation of employment through- 
out the industry. It is manifestly not in keep- 
ing, either in substance or as to distribution, 
with either the letter or the spirit of that pro- 
vision in the canon which declares that: 


“Solicitation of employment by circulars or 
advertisements, or by personnal communica- 
tions or interviews, not warranted by personal 
relations, is unethical.’’ 


If desired, as a matter of personal taste, 
or in keeping with local custom, it is not 
improper, however, for practitioners to pub- 
lish and circulate, as provided in Canons 32 
and 33, ordinary simple business cards con- 
taining only a statement of the practitioner's 
name and those of his associates, occupa- 
tion, address, telephone number, and the name 
of the special branch or branches of practice, 
such as motor carrier practice, in which he 
engages. 

IV. The committee recommends that the 
last sentence in Article VI. Sec. 2 (b), of the 
by-laws and the last sentence of Part I. 1, 
of the committee’s rules of procedure be 
changed to read as follows: 


“Such informal opinion shall be expressed - 


only (a) at a meeting of the,committee upon 
approval thereof by at least & majority of the 
committee, or (b) without a meeting, upon the 
approval thereof in writing by a majority of 
the committee after due notice of the matter 
to be decided shall have been sent to all its 
members, provided that, if the chairman is 
so requested in any case by a majority of 
the committee, the informal opinion therein 
shall in that event be considered and expressed 
only at a meeting of the committee.” 


As the sentences referred to now read they 
make it impossible for the committee to ex- 
press an informal opinion without the delay 
of assembling in formal meeting. In cases 
where the inquiry for an informal opinion 
is urgent it is apparent that the practitioner 
making the inquiry is likely to suffer em- 
barrassment, if not hardship, during the in- 
terval necessarily required to secure a meet- 
ing of widely scattered committee members 
for consideration of the inquiry. This seems 
particularly unnecessary in cases where the 
inquiry is one concerning which the committee 
can agree upon an informal opinion through 
the medium of correspondence. 


It is understood, of course, that the discus- 
sion and interchange of views at meetings is, 
on the whole, productive of better considered 
results. For that reason the proposed amend- 
ment is in the alternative and leaves it pos- 
sible for a majority of the committee, in any 
instance, to object to a correspondence opinion 
and to require the matter to be considered 
in formal meeting. 


It is believed an amendment along these 
lines will safeguard the situation and at the 
same time make possible, in appropriate in- 
stances, more expedited procedure. The com- 
mittee therefore recommends its adoption. 

. The committee further recommends the 
submission to and adopted by the associa- 
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tion of the following resolution relating. ty 
Canons Nos. 17, 32 and 39: 


Resolutions Relating to Canons Nos. 17, 22 
and 39 


“Resolved That the Association of Practi- 
tioners adopts as a proper interpretation of 
its Canons Nos, 17, 32 and 39 and as a cop. 
struction thereof giving effect to the ethicaj 
standards intended to be effectuated thereby, 
the conclusions stated upon the facts recited 
in the following proposed informal opinion 
of the committee on professional ethics and 
grievances: 

A practitioner is an unsalaried officer in q 
publishing organization in which he has a 
financial interest. The organization advertises 
the sale of its books and other traffic sery- 
ices, including a consultation service on all 
transportation law questions to be rendered 
to the organization’s patrons by such practi- 
tioner, whose ability and the excellence of 
whose legal services and advice are extolled in 
the advertising literature of the organization, 
In some instances the consultation service is 
rendered at a separate annual fee charged 
by the organization, while in others it is 
included, without any stated separate 
charge, as a bonus to jnduce the sale of the 
organization’s books. 

1. Such direct association and financial con- 
nection between a practitioner and any lay 
agency, personal or corporate, for whose pa- 
trons the practitioner renders such legal ad- 
vice necessarily involves a division of the 
compensation, whether separately stated or 
not, for the practitioner’s legal services, either 
directly or indirectly, and is a violation of 
both the letter and the spirit of Canon 17. 

2. The issuance of literature containing 
laudatory statements of the character de- 
scribed concerning a practitioner by any lay 
agency, personal or corporate, of which the 
practitioner is an officer or with which he is 
connected in any other position of responsi- 
bility, constitutes (a) the solicitation of em- 
ployment by advertisements, (b) the _ pro- 
curing of business by indirection § through 
touters and (c) the inspiring of self-laudation, 
in violation of both the letter and the spirit 
of Canon 32. 


38. The rendition by a practitioner of legal 
advice to patrons of any law agency, personal 
or corporate, in their status as and lecause 
they are such patrons, necessarily interjects 
the lay agency between the practitioner and 
those to whom such legal advice is rendered. 

The practitioner’s conduct in such circum- 
stances violates Canon 39, because in the per- 
formance of his duties he is not free from the 
interest of the intermediary nor is his respon- 
sibility direct to the client as is plainly re- 
quired by that Canon.” . : 

The committee at first considered issuing, 
pursuant to article VI, sec. 2 (b) of the by- 
laws and part I, 3 of its rules of practice, an 
informal opinion embodying the substance of 
this resolution, but owing to the importance 
of the effect of the conclusions expressed 
therein upon the future policy of the associa- 
tion and of the fact that the practices dealt 
with are understood to be widespread among 
certain practitioners, it is the judgment of 
the committee that the adoption of the con- 
struction and interpretation of these Canons 
set forth in the resolution should carry the 
weight and sanction of the entire association 
rather than of this committee alone. In rec- 
ommending to the executive committee and 
through it to the association the adoption 
of this resolution, the committee is not un- 
mindful of its far reaching consequences, but 
in its judgment, this should not deter the 
association from the adoption of a _ policy 
leading ultimately and as rapidly as may be 
practicable to the strict enforcement of the 
requirements of these salutary Canons. | 

The practices described in the resolution do 
not, in the committee’s opinion, accord wita 
either the letter or the spirit of Canons Nos. 
17, 32 and 39. The standards of ethical con- 
duct sought to be established and maintained 
by the Canons are plainly adapted to the best 
interests of the association and its individual 
practitioner members from the standpoint of 
the proper maintenance of the professional in- 
tegrity and prestige of both, and, without 
abruptly inflicting individual hardship in an} 
case so early in its history, their ultimate 
attainment should be the settled policy of this 
association. 


Constitution and By-Laws 


Chairman Driscoll, of the special com- 
mittee on revision of constitution and by- 
laws, submitted that committee’s report. 
The association voted approval of the fol- 
lowing changes recommended: In the con- 
stitution—Article IV, section 3, eliminate 
words, “by railroad” because common Cal- 
riers other than by railroad are regulated 
now by regulatory bodies to which refer- 
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ence is made in the section. Article VII, 
section 1, making regional vice-presidents 
members of the executive committee; 
eliminating words preventing members 
from succeeding themselves as members 
of committees and providing that six mem- 
pers instead of a majority of the executive 
committee shall constitute a quorum. 
Article X, section 1, providing that new 
members admitted after April 1 may pay 
$2.50 for the period up to next October 1 
and that documents and other material 
may be furnished to members at cost. In 
the by-laws—Article VI, section 1, to per- 
mit members of committees to succeed 
themselves except members of the com- 
mittee on nominations; Article VI, section 
2 (a), inserting words, “unauthorized prac- 
tice” in paragraph relating to investigation 
of professional conduct, etc.; Article VI, 
section 2 (d), this embodies the change 
heretofore referred to with respect to the 
committee on professional ethics and 
grievances as to voting; Article VI, section 
7; authorizing the committee on printing 
and publicity, with approval of the execu- 
tive committee; to create a board of edi- 
tors, which shall have charge of the 
monthly journal published by the associa- 
tion, in order to facilitate action through a 
smaller committee than the entire commit- 
tee on printing and publicity. 

The night of October 23 the delegates 
had dinner and entertainment at the 
French Casino. 


Commissioner Aitchison 


At the opening of the session October 24 
President Chandler introduced Commis- 
sioner Aitchison as “the father of the or- 
ganization” of practitioners. In that con- 
nection Mr. Chandler said, in effect, that 
he thought the time had arrived when the 
association ought to know where it stood 
in the matter of being of concrete help to 
the Commission, adding that as a social or- 
ganization there was no excuse for the or- 
ganization. 

Commissioner Aitchison explained that 
he appeared at the request of Chairman 
Tate, of the Commission, who was unable 
to attend the meeting on account of ill- 
hess, and extended the chairman’s greet- 
ings to the association. Continuing, Com- 
Missioner Aitchison said: 


_ Lawyers throughout the nation are greatl 
impressed by the nature of certain changes 
in the fundamental ideas as to the composi- 
tion and functions of the bars in the several 
states. Important changes are taking place 
before our eyes. Two of these well-detined 
movements must challenge the attention of 
the members of a bar with even such a lim- 
ited field and membership as the practitioners 
before the Interstate Commerce Commission. 
There is, first, a widespread movement, 
which has been translated into actuality in 
a large number of the states, for a compul- 
sory unification of all the practicing members 
of the bar in state-wide organizations which 
have the sanction of law, in lieu of their 
voluntary association in the former wholly 
unofficial state bar associations. This has 
been accompanied by a general extension of 
the functions of the bar associations them- 
selves, upon their merger into the official 
organizations. The corporate bar, under the 
Sanction of law and with the guidance of the 
Supreme Court of the particular state, is 
charged with responsibility for passing upon 
the characters and professional qualifications 
of those who seek admission to practice. It 
IS assuming a greater responsibility for plan- 
ning the education of futuré lawyers than did 
the voluntary state bar association, and also 
concerns itself with the discipline of the prac- 
titioners, their cultural development so far 
as related to the profession, and interests it- 
ed actively in the betterment of the ma- 
— by which justice is administered and 
€ personnel of those who administer it. 
The Second of these movements finds some 
fo cmplification in the bill before Congress 
rd restrict the privilege of appearance before 
oy administrative agencies of the government 
rad those who are members of the bar of cer- 
ae courts. Important and even disturbing as 
1S proposal is, it must be recognized as an 
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expression of the generally accepted view that 
for the proper dispensation of justice the ex- 
isting systems of selection of those who may 
be permitted to appear for others does not 
insure proper fitness of character or training. 
The temple of justice, however, has many 
chambers; and the complexities of modern 
life, economic and political, increasingly re- 
quire more narrow and intensive specializa- 
tion in fields ever more restricted. Experi- 
ence shows that the training necessary to 
usefulness in one of these fields, while pos- 
sessing general characteristics of similarity 
to the training necessary in another special 
field, has important points of dissimilarity. 
It also shows that training for the successful 
practice of the law before the courts needs 
considerable supplementing in both the sub- 
jects of law covered and in commercial or 


technical experience and Knowledge, before 
a practitioner can be considered as_ well 
equipped. New standards for selection of 


members of the bar of the courts may be 
developed, with a greater emphasis upon the 
realistic character of professional training for 
the specialist in a narrow field of the law. 
To make a more practical application of 
what has been said to the immediate occas- 
sion; while we must give proper value to 
these general tendencies in the legal profes- 
sion as a whole, we need not accept them 
as wholly or immediately controlling as far 
as the bar of the Commission is concerned. 
Some of these proposals for restriction of 
the practice to particular classes of persons 
doubtless would not have the desired result 
of bettering the calibre of the bar, if they 
were adopted. And the legal difficulties which 
seem to make a coordination of the bar of 
the United States an impossibility, and the 
practical obstacles to success through a Fed- 
eral corporate bar, remove such an organiza- 
tion from the list of possibilities as far as 
concern the bar of the Commission. But the 
basic and general causes for distrust of pres- 
ent conditions have been sufficiently strong 
to work a quiet revolution in the bar sys- 
tems of many of the states, and those causes 
of distrust apply in a degree, even with re- 
spect to a bar of such a small personnel and 
limited field of activity as that of the Com- 
mission. These widely accepted causes for 
distrust must be reckoned with, and the in- 
stinct of self-preservation suggests the pru- 
dent course is to deal with them courageously, 
and to ameliorate them or remove them. The 
alternative will probably be an attempt to 
give effect to public opinion through some 
Congressional act which will not better things, 
and may make them worse. The jurisdiction 
of the Commission has lately been increased 
with respect to transport by highway and 
certain ,features of aeronautics, and it is 
strongly probable that some future incre- 
ment to jurisdiction will be made. Thus new 
forms of specialization are being developed, 
and the immediate problem is made somewhat 
more complex. The situation suggests strong- 
ly a reexamination of the accepted standards 
of professional training and tests for admis- 
sion to practice. 
The details we cannot now work out. A 
step forward in the path of progress was 
made when the Supreme Court indicated and 
the Commission accepted its suggestion that 
practice before the independent agencies of 
the government was not a matter of common 
right, like fishing upon the high seas, but was 
a calling around which safeguards should be 
thrown to insure, in the public interest, proper 
qualifications for those who entered upon it 
or remained therein. Another step forward 
was taken in the creation of the Association 
of Practitioners, whereby the members of the 
Commission’s bar recognized their collective 
responsibility for self-discipline, and they un- 
dertook the observance of high ethical stand- 
ards of conduct in their dealings with each 
other, their clients, and with the Commission. 
It seems fair to assume that further progress 
will be made along the same general lines. 
There must come a deeper sense of indi- 
vidual responsibility, and that such responsi- 
bility includes his cooperation with other 
practitioners in many matters. Opportunities 
for self-betterment must be devised and be 
made available to the practitioner who is now 
left to the slow and costly process of personal 
trial end error, in the endeavor to broaden his 
knowledge of the subject of his specialty, or 
to extend his knowledge of other fields, or to 
keep up with the arts and sciences as they 
progress. The generation of practitioners com- 
ing on must be given fostering guidance; to 
them must be passed the accumulated wisdom 
and experience, and the traditions and lively 
sense of honor which have been accumulated 
in the past half-century. Selection for admis- 
sion to practice will necessarily be made with 
more care, but always with justice and sym- 
pathy. Any tests to be applied should be 
practical, and must recognize that within the 
Commission’s limited jurisdiction there are 
sharply defined classes of professional service 
requiring different talents, and that no prac- 
titioner can be expected in reason to be 
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equally skilled in all of them. In this process 
of selection the Commission’s bar will, no 
doubt, play progressively a more important 
part, but the ultimate responsibility for per- 
sonnel must always rest with the Commission 
itself. Individual practitioners will continue 
to have important parts in this process of 
admission. Whether as sponsor or as a 
member of an investigating committee, the 
practitioner who vouches for or recommends 
the admission of a candidate has an ethical 
and legal responsibility for the performance 
of a trust, the full discharge of which requires 
courage and judgment. 

Discipline from within the bar itself will 
become the general rule, if public demands 
for a high standard of service are to be met, 
There will be a general livelier ethical sense, 
and a keener spirit of comradeship, which 
will follow upon the acceptance and realiza- 
tion of higher professional ideals. And by no 
means of least importance—although doubt- 
less it is far too early to suggest collective 
action, in the present stage of deveolpment 
of our system—is the interest which the indi- 
vidual members of the bar will take in the 
selection of fit men to sit upon the Commis- 
sion, and in maintaining their independence, 
while holding them to a high standard of 
honor in professional and private life, so that 
the commissioners and their responsible staff 
may be supported or condemned according to 
the manner in which they measure up to or 
fall short of recognized standards of compe- 
tency and rectitude. 

The whole spirit of the times is for self 
government in industry, and within the pro- 
fessions. Those who are so actively inter- 
ested in the association and are carrying its 
burdens deserve every possible encouragement 
and support in their endeavors to make the 
results of our common calling a more vital 
contribution in the adjustment of the difficul- 
ties under which the people of the country 
labor. 


Commissioner Caskie 


Commissioner Caskie, member of the 
division of the Commission handling mat- 
ters arising under the motor carrier act, 
dealt with aspects of the new regulatory 
law, explaining that he spoke only for him- 
self and that, indeed, he might have to 
alter the views he now held when “we get 
more deeply into the administration of the 
act.” 


Pointing out the magnitude of the task 
assigned to the Commission by’ Congress 
with respect to regulation of highway car- 
riers, Mr. Caskie said it seemed to him 
that it would require a high degree of 
intelligent cooperation on the part of all 
interests for the administration of the act 
to be a success. 

Motor carrier operation, continued he, 
was so different from railroad operation 
that it appeared likely that “we shall have 
to build on an almost new foundation.” 
Continuing, he said, in part: 


Fortunately for the Commission, we shall 
not be troubled with the very important sub- 
ject of reparation present in rail regulation, 
nor with fourth section questions, except that 
in enforcing the provisions of the motor car- 
rier act in respect to undue prejudice, prefer- 
ence, discrimination and advantage, We may, 
in some instances, have to consider rates 
which are higher for shorter than for longer 
distances, the shorter being included within 
the longer. 

Another very important and difficult prob- 
lem which the Commission has to deal with in 
the regulation of the railroads and which is 
not present in the motor carrier act, is that 
involving the relation between intrastate and 
interstate rates. In section 216(e) of that act 
the following language appears: 

“Provided, however, That nothing in this 
part shall empower the Commission to pre- 
scribe, or in any manner regulate, the rate, 
fare or charge for intrastate transportation, 
or for any servise connected therewith, for the 
purpose of removing discrimination against 
interstate commerce or for any other purpose 
whatever.”’ 

The absence from the motor carrier act of a 
section which corresponds with section 13 of 
the interstate commerce act should, and I be- 
lieve will, contribute substantially towards 
improving cooperative efforts between the 
state commissions and the Interstate Com- 
merce Commission. Obviously such coopera- 
tion is essential if the motor carrier act is to 
attain its objective. 

We can change or modify rates of the motor 
carriers after conducting appropriate proceed- 
ings, but we cannot suspend the operation of 
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the initial or original tariffs filed when the 
act first goes into effect. We are given the 
power to suspend upon protest or upon our 
own initiative subsequent changes in the rates 
of the motor carriers. 

So much for what we are not going to be 
called upon to do. 

Among the more novel of our duties under 
this act are the following: 

The regulation of contract carriers, as dis- 
tinguished from common carriers; of trans- 
portation brokers, and of carriers who do not 
operate over regular routes, including those 
who go anywhere for hire; and, if need there- 
for be found, the prescription of requirements 
to promote safety of operation of private car- 
riers of property. 

You should not expect that the regulation 
of motor carriers will be perfect from the be- 
ginning. Perhaps it will never be perfect. So 
many conflicting interests are involved that it 
is too much to hope, much less expect, that 
we shall be able to bring about a system of 
motor-carrier regulation that will be satisfac- 
tory to everyone. It will be recalled that 
some railroads were operating for nearly sixty 
years before the original act to regulate com- 
merce was passed in 1887, and that their reg- 
ulation was a subject of deliberation and 
debate in Congress for nearly twenty years 
prior to the passage of that act. The English 
statutes, as far back as ninety years ago, 
undertook to protect the shippers’ rights by 
prescribing requirements as to the reasonable- 
ness of rates and the removal of unjust dis- 
crimination. Our state statutes preceding the 
Act of 1887 followed very closely the English 
laws. After the passage of that act it took 
nearly another twenty years, or until 1906, 
before the Commission was given authority 
effectively to regulate the rail carriers. Many 
changes therein, some, such as those enacted 
in 1920, fundamental in character, have since 
been made with a view to perfecting that reg- 
ulation. I think you will agree with me that 
perfection in that field has yet to be attained. 
So we should not anticipate too much from 
this first attempt by federal law to regulate a 
practically new form of transportation. We 
will have to learn by experience. Much 
pioneering will have to be done, and from the 
results obtained we shall have to build for 
the future. 

Policy of Congress 


The declaration of policy on the part of 
the Congress in respect to this new act should 
be kept in mind. It is so important and of 
such extraordinary significance that Iam going 
to take the liberty of quoting it: 


“It is hereby declared to be the policy of 
Congress to regulate transportation by motor 
carriers in such manner as to recognize and 
preserve the inherent advantages of, and fos- 
ter sound economic conditions in, such trans- 
portation and among such carriers in the pub- 
lic interest; promote adequate, economical 
and efficient service by motor carriers, and 
reasonable charges therefor, without unjust 
discriminations, undue preferences or advan- 
tages, and unfair or destructive competitive 
practices; improve the relations between, and 
coordinate transpoftation by and regulation 
of, motor carriers and other carriers; develop 
and preserve a highway transportation system 
properly adapted to the needs of the com- 
merce of the United States and of the national 
defense, and cooperate with the several states 
and the duly authorized officials thereof and 
with any organization of motor carriers in 
— administration and enforcement of this 
part.’’ 

The fundamental consideration in the ad- 
ministration of this law, as of other laws ad- 
ministered by the Commission, is ‘‘the public 
interest.’’ Another significant thing in this 
declaration of policy of Congress is that motor 
carriers must be regulated in such manner as 
not only to recognize but preserve the inherent 
advantages of and foster sound economic con- 
ditions in transportation by and among such 
carriers. Moreover, we must administer the 
act in such manner as to improve the relations 
between, and coordinate transportation by 
and regulation of, motor carriers and other 
carriers. You will recall that, as to other car- 
riers, Congress said in section 500, paragraph 
(1) of the transportation act, that it was its 
policy to foster and preserve in full vigor both 
rail and water transportation. From these 
declarations of policy of Congress there is no 
escape from the conclusion that in regulating 
carriers of all kinds subject to the Commis- 
sion’s jurisdiction the Commission must en- 
deavor to foster and preserve all of them. 
That each of these forms of transportation is 
important has been clearly recognized by Con- 
gress, and that all are necessary parts of our 
national transportation system is generally 
admitted. To find the proper economic place 
that each occupies in the field of transporta- 
tion and thereby to coordinate them, and to 
regulate the transportation of each in so far 
as we are so empowered, seems to me to be 
the major task ahead of us. 

Conflicts of interest among the several trans- 
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portation agencies subject to the Commission’s 
jurisdiction will present many difficult and 
complex problems, but I am confident that in 
due time a solution of them will be found. 
+ cd * 


Certificates and Permits 


One of the handicaps which probably will 
be encountered in the administration of the 
motor carrier act will be our difficulty in 
always ascertaining the facts. Forthis reason 
we must in some measure take this regula- 
tion to the operators. Many of them provide 
transportation in restricted districts in remote 
parts of the country. From the best informa- 
tion we have been able to gather, the average 
carrier by motor vehicle does not operate more 
than two trucks. Many of these operators 
have had no experience with comprehensive 
regulation such as is imposed upon them by 
this act. As far as the law will permit, the 
Commission will, in a helpful and friendly 
spirit, cooperate with these small operators in 
acquainting them with the requirements of 
the law. Such operators will need much as- 
sistance in securing their certificates, if com- 
mon carriers, or permits, if contract carriers, 
as well as in many other matters. 

It is comparatively easy for these carriers 
to qualify for certificates or permits under 
the so-called “grandfather clause’”’ of the act, 
but before the Commission may issue a cer- 
tificate or permit it must, under the law, have 
certain detailed information as to the opera- 
tions of such carriers which only they can 
furnish. - 

Every effort was made in preparing the ap- 
plication forms for certificates and permits to 
reduce them to the simplest language and 
terms, but as no certificate or permit could 
be issued that did not set forth the details 
of the applicant’s operations, etc., it was 
necessary to make the forms of application 
more lengthy than would have been done 
otherwise. * * * 


Practice and Procedure 


I know that you practitioners are interested 
in the new rules of practice and procedure 
the Commission will be required to adopt for 
the administration of the motor carrier act. 
Proceedings before the joint boards, which 
will be set up pursuant to the act as rapidly 
as circumstances and conditions will permit, 
of course will be of great interest to you. These 
subjects are now receiving our most careful 
consideration, but I regret that at the moment 
our consideration thereof has not progressed 
to the point where I could even briefly outline 
to you just what will be adopted. The present 
rules of practice have been workable and, I 
believe, reasonably satisfactory. Obviously, 
however, we must not plunge heedlessly for- 
ward, with only hurriedly conceived rules 
for the guidance of all of us, and thereafter 
be forced to retrace our steps and make a 
fresh start. We must make haste slowly and 
must not slight the advice of those who are 
more familiar with motor carrier problems 
than are we. And at this point let me say 
in all earnestness that the Commission wishes 
to approach all these problems with an oepn 
mind and, never more than now, solicits sug- 
gestions from all of you as to what improve- 
ments may be made in our present rules of 
practice in order to simplify our machinery 
and accelerate it for the disposition of these 
motor carrier questions. Especially are we 
hopeful that there may be a real acceleration. 


There are two other matters upon which I 
should like to briefly comment. 

The first is what might have appeared to 
you as our delay in getting under way the 
administration of the motor carrier act. You 
will recall that the Commission’s appropria- 
tion to take care of this new and additional 
work failed of passage at the last session of 
Congress due to a filibuster in the closing 
hours of the session. This put us in a position 
where we could not employ anyone prior to 
October to assist in the administration of the 
act. Moreover, there was some delay in our 
getting authority to use a part of the Com- 
mission’s regular appropriations to carry on 
this work until the latter part of next Feb- 
ruary. 

Basis of Rates 


The second matter is that having to do with 
rates. Several very influential shipping or- 
ganizations have registered with us protests 
against the motor carriers making their 
charges with relation to the railroad rates 
and have insisted that the motor carrier rates 
and charges should be governed by the cost 
of their own operations, plus a fair profit. 
Obviously, the Commission can not decide this 
question before the tariffs are filed, and there- 
after can not lawfully make a decision thereon 
without giving a full hearing to all interests. 
As I have pointed out previonsly, the Com- 
mission is empowered by the act in the first 
instance at least to regulate, not to initiate 
rates. The initial schedules of rates, which 
must be filed when the rate section of the 
act becomes effective, are not subject to sus- 
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pension by the Commission; but here I am 
getting into a controversial subject, some. 
thing I said I was going to avoid, if possible, 
However, I simply mention these matters jn 
passing because I know they are of interest 
to you. 

Safety 


There is another subject which I should 
like to refer to briefly. Most of the concern 
about the administration of this new act 
seems to revolve around certificates, per. 
mits, rates and charges, service, etc., which is 
quite natural. However, one of the most im- 
portant subjects dealt with in the act is that 
having to do with safety on our highways, 
Personally, and individually, as well as of- 
ficially, I am tremendously interested in the 
success of our efforts in this particular con- 
nection, having lost not only my father but 
one of my sons as a result of accidents on 
our public highways. In the city of Washing- 
ton alone 90 lives have been lost thus far this 
year as a result of such accidents. * * * 

That something can and must be done about 
this terrible thing ought to be conceded by 
all. Simply to accept the situation as some- 
thing that cannot be avoided, or to acknowl- 
edge that these accidents must take place as 
a matter of course, is a wrong viewpoint. 
Aside from the sorrow that follows in the 
wake of these accidents to the families of 
those killed and the suffering to the injured, 
there is a tremendous economic loss. To im- 
prove these intolerable conditions is going to 
be a huge undertaking on the part of the 
Commission, but with your help and with the 
cooperation of the American people, including 
local and state authorities, we hope to point 
with pride in the future to our contribution 
towards making it safe for our people to travel 
on our public highways. 


The officers selected by the nominating 
committee were unanimously elected. 


Wagner Bill Action 


The preceding day a special committee, 
consisting of M. P. Bauman, chairman; 
E. H. Burgess, R. C. Fulbright, E, A. Lucas 
and W. E. Rosenbaum, was appointed to 
make a report and recommendations on 
the Wagner bill. The committee reported 
at the morning session the following day. 
The association approved the committee’s 
condemnation of the bill by adopting the 
committee’s report and resolutions con- 
tained therein, after some _ clarifying 
amendments had been made. As adopted 
the report and resolutions follow: 


To the Association of Practitione:s before 
the Interstate Commerce Commission—We, 
your committee appointed to consider and 
make recommendations with respect to the 
so-called Wagner Bill, S. 2944, now pending in 
the 74th Congress, the effect of which would 
be to bar all practitioners before the Inter- 


state Commerce Commission who are not li- 
censed attorneys, beg leave to submit the 
following report: 

We have given careful consideration to 
S. 2944 and believe that this is a measure 


upon which the association may properly take 
action; first, because it does not involve the 
substantive law with respect to regulation of 
transportation agencies; second, because it 
does involve the proper administration of the 
interstate commerce act and in our opinion 
would run counter to the declared object of 
this association as set forth in Article 11 of 
the Constitution, which reads as follows: 

“Article 11. Object. Its object shall be to 
promote the proper administration of the in- 
terstate commerce act and related acts; to 
uphold the honor of practice before the In- 
terstate Commerce Commission, and to en- 
courage cordial intercourse among the prac- 
titioners.”’ : 

Your committee further recommends that 
the association adopt the following resolution 
in respect to said measure: - 

Whereas, There is now pending in the 74th 
Congress, a bill. S. 2944 (generally known as 
the Wagner bill), to prevent and make unl- 
lawful the practice of law before the govern- 
ment departments, bureaus, and commissions, 
including the Interstate Commerce Commis- 
sion, by those other than duly licensed attor- 
nels at law; and : 

Whereas, The Interstate Commerce Com: 
mission in its rules of practice has prescribed 
standards for admission to practice; and ad- 
mission to practice is dependent upon proof 
of necessary legal and technical qualifications, 
subject to the approval of said Commission, 
and . ? 

Whereas, The Association of Practitioners 
before the Interstate Commerce Commiss!01 
has been created for the purpose of promot- 
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ing the proper administration of the inter- 
state commerce act and related acts; to up- 
hold the honor of practice before the Inter- 
state Commerce Commission, and to encour- 
age cordial intercourse among the _ practi- 
tioners; 

Be it resolved, That the Association of 
Practitioners, on behalf of its entire member- 
ship, oppose the passage of §S. 2944, or any 
other similar bill as being inimicable to the 
pest interests of the association and to the 
proper administration of the interstate com- 
merce act and related acts. 

Be it further resolved, That the executive 
committee be directed to take all steps it 
may consider necessary to prevent the pass- 
age of said bill or any other similar bill by 
Congress. 


The point was made in connection with 
the Wagner committee report that the 
report and resolutions dealt with matters 
relating to legislative proposals affecting 
matters of administration of the interstate 
commerce act and related acts and prac- 
tice before the Commission and that, there. 
fore, the action taken was in accord with 
the established policy of the association 
with respect to legislation. 


In view of the manner in which the 
Wagner bill situation was handled and 
doubt among members as to the wisdom 
of creating an association committee on 
legislation, as recommended by President 
Chandler and the special committee on re- 
vision of the constitution and by-laws, it 
was decided to drop the proposal to create 
a committee on legislation. Mr. Chandler 
said that, in view of the action taken on 
the Wagner bill, it was agreeable to him 
to drop the proposal. The view was ex- 
pressed that if a committee on legislation 
were created, the association would be 
changing its policy as outlined in the 
Wagner committee resolution. It was 
stated that in the six years of the associa- 
tion’s life the Wagner bill was the first 
piece of proposed legislation that required 
attention under the policy adopted by the 
association and the view was expressed 
that, if occasion arose, similar situations 
might be dealt with in similar fashion. Op- 
position was voiced to the association dab- 
bling in legislative matters other than, of 
course, such situations as presented by the 
Wagner bill. When question was raised 
as to whether the association would act 
on proposed legislation for government 
ownership of railroads, President Chandler 
said he did not think that that was a sub- 
— the organization as such should deal 
with. 

Changes in Procedure 


Abandonment of “the concept of court 
procedure” in the handling of cases before 
the Commission was opposed in the report 
of the special committee on changes in 
interstate commerce law relating to proce- 
dure, of which August G. Gutheim is chair- 
man. 

The report pointed out that the com- 
mittee’s inquiry grew out of criticisms and 
suggestions with respect to procedure be- 
fore the Commission made by R. C. Ful- 
bright when president of the association 
at the 1933 meeting. At that time Mr. 
Fulbright said the trouble was that “we 
have followed the concept of court proce- 
dure in the administration of the law and 
with the development of. the magnitude 
and complexity of the problems of trans- 
portation the problem now arises as to 
whether or not this concept has failed.” 


The report pointed out that, after dis- 
cussing the likely probability of federal 
regulation of forms of interstate transpor- 
tation other than by railroad, Mr. Ful- 
bright had raised the question, whether 
under the procedure followed, the regula- 
tory machine would break down with the 
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burden, and had suggested steps looking to 
a possible means-of remdey. In effect, 
Mr. Fulbright proposed adoption of a 
method of informal procedure. 


When the committee report came up for 
consideration, Mr. Fulbright said his rec- 
ommendations had been misconstrued 
by the committee. He said he did not 
recommend abandonment of the right to a 
hearing. He said the committee had not 
consulted him. He thought the subject 
should be pursued further. 


It was decided that the subject should be 
continued on the committee docket and 
the report was referred back to the com- 
mittee for further consideration. 


The association approved a change in 
Article VIII of the by-laws providing for 
dropping from membership of members in 
default on payment of dues for six months 
after the due date. 


Education and Practice 


Considerable time was devoted to con- 
sideration of the report of the committee 
on education for practice, submitted by 
Edwin A. Lucas, chairman, particularly 
with respect to the recommendation of 
the committee that the association renew 
and affirm its recommendation of the pre- 
ceding years that the association urge on 
the Commission the adoption of a system 
of written examinations to test the fitness 
and qualifications of applicants for admis- 
sion to practice before it. After discus- 
sion, in which some objected to the pro- 
posed test being applied to lawyers ad- 
mitted to practice in the courts and others 
spoke of the difficulty of carrying out any 
scheme involving written examinations, 
the recommendation of the committee was 
approved with the addition of the provision 
that if written examinations be deemed 
impracticable at this time that examina- 
tion in such other form be provided as 
would insure an adequate standard. The 
recommendation of the committee, as 
amended, was in the form of a resolution. 
“The report told of a conference having 
been held by representatives of the asso- 
ciation with Commissioners Meyer and 
Aitchison on the subject of written ex- 
aminations and the submission later of the 
following memorandum to the commission- 
ers and Commissioner Meyer’s_ reply 
thereto: 


“The committee on education for practice 
has given a good deal of time and attention 
to the question of the qualifications of prac- 
titioners. The association at several of its 
annual conventions, following the recom- 
mendations of the committee on education 
for practice, has adopted resolutions urging 
the Commission to put into effect a system 
of written examinations to test the fitness 
of applicants for admission to practice before 
the Commission. 

“It is significant that these committees have 
been composed of both lawyers and non-law- 
yers. The Commission does not now require 
applicants for admission to practice to take 
a written examination, although it has here- 
tofore advised the association that where the 
examination of the application and support- 
ing letters from the sponsors leads to the 
opinion that the applicant does not possess the 
necessary technical or legal qualifications, 
it is the practice of the Commission to accord 
the applicant an opportunity to demonstrate 
his qualifications by written answers to ques- 
tions which test the depth and breadth of 
the applicant’s Knowledge of the law. 

“It may fairly be said to be the sense of 
the association that the standards required 
for admission to practice before the Com- 
mission should be raised. The question pre- 
sents itself as to what method or methods 
could and should reasonably be followed -that 
would in the end result in lifting the stand- 
ards and qualifications of those who practice 
before the Commission. If certain broad 
standards were prescribed by the Commission, 
and made the subject of an examination to 
test the applicants’ qualifications, applicants 
for admission to practice would then know 
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what preparation they must undergo in order 
to qualify as practitioners before the Commis- 
sion. When the end is known, the task of 
fitting the best means towards that end, al- 
though there may be difficulties present, is 
at least clear-cut.”’ 

This was informally acknowledged by Mr. 
Commissioner Meyer as follows: 

‘IT have delayed a little replying to your 
letter of the first, addressed jointly to Com- 
missioner Aitchison and me, in the hope that 
he and I might have an -opportunity to give 
full consideration to the suggestions contained 
in the memorandum which you transmitted. 
However, more urgent business has prevented 
our doing so. I am, therefore, merely send- 
ing you, this acknowledgment, with the in- 
formation that a copy of the memorandum 
has been circulated to each member of the 
Commission. I wish to thank you for furnish- 
ing the copies. 

“Perhaps I might add in a purely personal 
way that I believe the association can be of 
substantial aid to the Commission. I would 
like to mention the following as among the 
lines of possible activity which will be helpful 


to us. 

“(1) To examine each application for ad- 
mission to practice and report thereon to our 
committee on admissions. c 

“(2) At least one sponsor for the appli- 
cant should be a member of the Association 
of Practitioners. This is one way_in which 
the standard of the Association of Practition- 
ers can be adhered to. 

““As I have indicated above, these are mere- 
ly personal suggestions on my part. As soon 
as Commissioner Aitchison and I can give 
your memorandum more careful consideration, 
you will hear further from us.” 


The committee stated that it had not yet 
received the further comment promised by 
Commissioner Meyer. 

The report, dealing with the suggestion 
that there be prepared a complete bibliog- 
raphy or reading list of books and docu- 
ments pertaining to Interstate Commerce 
Commission subjects, referred to steps 
that had been taken along that line and 
expressed the view that it would be ad- 
visable to have on hand in the association’s 
offices a mimeographed list giving a com- 
plete bibliography on Interstate Commerce 
Commission topics. Commissioner Aitchi- 
son, said the committee, had offered to co- 
operate with the committee in making up 
such a list. The committee assumed that 
its activities along this line had the ap- 
proval of the association. 

With respect to Commissioner Meyer’s 
suggestion that it would be helpful to the 
Commission for the association to examine 
each application for admission to practice 
and report thereon to the Commission’s 
committee on admissions, the committee 
told of a start that had been made along 
that line and recommended adoption of a 
resolution calling for continuation of that 
activity. The resolution, with an amend- 
ment providing that the continuation of 
the activity be within the discretion of 
the executive committee, was adopted. 

As to the suggestion of Commissioner 
Meyer that at least one sponsor for an ap- 
plicant for admission to practice should 
be a member of the Association of Practi- 
tioners, the committee recommended adop- 
tion of a resolution expressing approval of 
that idea. The resolution was adopted. 
The entire report of the committee as 
amended was adopted. 

The report of the committee on member- 
ship, W. F. Schulten, chairman, submitted 
by Secretary Driscoll, showed that as of 
September 30 the association had 1,409 
members, a gain of 63 in the last year. 
The report was accepted. 

The report of the committee on printing 
and publicity, J. D. Battle, chairman, was 
submitted and received. 

The report of the committee on memor- 
ials, J. D. Greene, chairman, was accepted. 
Seventeen members of the association had 
died since the last annual meeting. 

The convention adjourned the afternoon 
of October 24. 
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Doings of the Traffic Clubs 





S. L. Peeples, commercial agent, Central of Georgia, was 
elected president of the Chattanooga Traffic and Transpoftation 
Club at the annual meeting recently. 
He has been active in traffic club circles 
for many years. Before going to Chat- 
tanooga in 1932 he was vice-president 
of the Memphis Traffic and Transpor- 
tation Club and commercial agent for 
the Central of Georgia in that city. 
Other officers elected by the Chatta- 
nooga club are: First vice-president, 
E. R. White, traffic manager, Wilson 
and Company; second vice-president, 
J. S. Baker, commercial agent, Tennes- 
see, Alabama and Georgia Railway; 
secretary-treasurer, O. L. Woodward, 
agent, A. C. L.-Georgia-N. C. & St. L.; 
governors, John Harms, president, Chat- 
tanooga Paint Company; L. P. Smith, 
general agent, Cotton Belt; James Duffy, 
traffic manager, Signal Mountain Portland Cement Company; 
G. B. Miller, district freight agent, Southern Railway; T. G. 
Belcher, freight traffic agent, N. C. and St. L.; H. G. Card, traffic 
manager, Lookout Oil and Refining Company; I. O. Payne, traf- 
fic manager, Tennessee Furniture Corporation. 








The Traffic Club of New York will observe motor highway 
transportation day with a luncheon meeting at the Hotel Bilt- 
more October 31 at which Jack Garrett Scott, chief, section of 
law and enforcement, bureau of motor carriers, Interstate Com- 
merce Commission, Washington, D. C., will speak on ‘Motor 
Highway Transportation and Regulation.” The club will hold 
a business meeting on the evening of the same day at the Hotel 
Biltmore. Principal business will be the reading of the report 
of the nominating committee preparatory to the annual election 
of officers, which will take place at the November meeting. 
Dinner will be served and there will be a program of boxing 
bouts. 





Z. G. Hopkins, assistant to the chairman, western railroads’ 
committee on public relations, was the speaker at a meeting of 
the Traffic Club of Topeka, Kan., at the Hotel Kansas October 
17. He said the railroads had gone about as far as possible 
in reductions of operating expenses and that recovery must 
now come from increased traffic. He said he thought it en- 
couraging that revenues were up 7 per cent in August of this 
year over last with but a 11% per cent increase in operating 
expenses. He pleaded for equality in regulation as between 
the railroads and other types of transportation. C. F. Real, 
traffic commissioner, Topeka Chamber of Commerce, spoke on 
the consolidated southwestern cases. John W. Harry, vice- 
president of the club, presided. 





Arthur F. Armstrong, former athletic coach and instructor 
at Alaska College, Fairbanks, Alaska, gave an illustrated lecture 
on Alaska at a luncheon meeting of the Transportation Club of 
St. Paul at the Hotel Lowry October 22. 





At a meeting of the Traffic Club of the Lehigh Valley, at 
Bethlehem, Pa., October 21, a committee was appointed to con- 
sider a proposal to affiliate with the Associated Traffic Clubs 
of America. The committee is to report at the next meeting 
of the club, to be held at Easton, Pa., November 18. The an- 
nual dinner of the club will be held at Allentown, Pa., March 
16, 1936. 





The executive committee has set the dates for the spring 
meeting of the Associated Traffic Clubs of America for April 
28 and 29, 1936, at the Roosevelt Hotel, New Orleans. The board 
of directors will meet there on April 27. 





The Miami Valley Traffic Club will hold its fall frolic at the 
Biltmore Hotel, Dayton, Ohio, November 7. Dinner will be 
served and there will be entertainment and dancing. 





The date for the annual dinner of the Traffic Club of De- 
troit has been set for January 28, 1936. 





Wagner Melius was reelected president of the Bronx, N. Y., 
Traffic Club at a meeting at the 148th Street Restaurant October 
18. Others elected were: Vice-president, George J. Wiegmann; 
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treasurer, Joseph Chevlowe; secretary, H. W. McClelland; goy. 
ernors, Max Seiferth, David Goldberger, Martin Korb, P. J. Lom. 
bardi, Harris A. Gordon, Richard Bennett and William W. King. 
trey. The officers will be installed at a dinner meeting to be 
held at the 148th Street Restaurant November 26. 





The railroad chief clerks who are members of the Toledo 
Transportation Club will hold a banquet at the Commodore 
‘Perry Hotel November 4. Charles Hartmann, attorney, who 
has just returned from a world tour, will be the principal 
speaker. There will be other entertainment. Chairmen of 
the committees in charge include John Paeplow, Wheeling and 
Lake Erie, speakers; S. W. Farling, Baltimore and Ohio, tickets; 
Sam Saxon, publicity; Frank T. Clougher, Wabash, entertain. 
ment. Mr. Clougher is general chairman of the committee in 
charge of arrangements. 





The South Bend, Ind., Traffic Club will honor George M, 
Sherman on his golden anniversary as general traffic manager 
of the Studebaker Corporation with an afternoon and evening 
program November 14. Luncheon will be served in the Stude- 
baker administration building. The Studebaker plant will be 
inspected in the afternoon, and dinner will be served in the 
dining hall of Notre Dame University. 





E. H. ‘Stevens, superintendent, southwestern division, Rail- 
way Express Agency, spoke on “Transportation—Past, Present 
and Future,” at a dinner meeting of the Traffic Club of Wichita, 
Kan., at the Innes Tea Room October 24. Art Garrott, district 
freight representative, Alton Railroad, is in charge of arrange- 
ments for a dinner dance to be given by the club at the Allis 
se November 14. The affair will be known as Kansas City 
night. 





Preparatory to embarking on a season of activity the edu- 
cational committee of the Transportation Club of Des Moines 
has sent a questionnaire to members of the club asking suz- 
gestions for subjects to be discussed at educational meetings, 
the frequency of such meetings and the evenings of the week 
on which they ought to be held. A. R. Crouch is chairman of 
the committee. 





The Traffic Club of Philadelphia has ratified the resolutions 
opposing government ownership of the railroads adopted at the 
Birmingham meeting of the Associated Traffic Clubs of America. 





A formal dinner dance, designated “A Night in Spain,” 
will be given by the Traffic Club of Baltimore at the Lord 
Baltimore Hotel November 2. There will be a floor show. 
Margaret Gordy George, president, Women’s Traffic and Trans- 
portation Club of Baltimore, will be guest of honor. 





Classifications and southwestern tariffs were discussed at a 
session of the junior study group of the Traffic Club of Dallas 
at the Hotel Adolphus October 22. The senior group will meet 
at the Hotel Adolphus October 29 to discuss sections 3 and 4 
of the interstate commerce act. Discussions will be led by 
L. O. Langley, H. A. Spencer and J. L. Richardson. 





The educational activities of the Junior Traffic Club of Chi- 
cago for the season include a course in public speaking and a 
traffic discussion group which meet on alternate Tuesday eve- 
nings in the rooms of the Traffic Club of Chicago, Palmer House. 
The first meeting of the public speaking students was held 
October 22. W. H. Ott will lead a discussion of the motor 
carrier act at the first meeting of the traffic discussion group 
October 29. 





The educational committee of the Milwaukee Traffic Club is 
sponsoring a series of luncheon meetings. The first will be held 
Cctober 28 at the Wisconsin Hotel. Milton C. Potter, superin- 
tendent of schools, Milwaukee, will speak on ‘Our Schools.” 





Speakers at the annual dinner of the Transportation Club 
of Evansville, Ind., at the McCurdy Hotel October 23, were 
K. T. Keller, president, Chrysler Corporation, and W. P. Brown, 
vice-president, Briggs Manufacturing Company. William Dress, 
mayor of Evansville, welcomed the guests on behalf of the city, 
and John W. Boehne, Jr., welcomed them on behalf of the 
club. R. F. Woerter, president of the club, spoke briefly. F. Har- 
old VanOrman was toastmaster. 





The Traffic Club of New Orleans will hold a smoker at the 
Deutches Haus October 26. There will be refreshments and 
entertainment. The club will hold a luncheon meeting at the 
Hotel Monteleone October 31 at which Rev. Dunbar H. Ogden, 
pastor Napoleon Avenue Presbyterian Church, will speak on 
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‘There are no falling 
leaves on the lakes 


As far as lake transportation is concerned, the coming of 
autumn has no significance. 
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More than one month of the lake navigation season is 
still ahead. Lake and rail rates still offer an opportunity 
to the shipper who is anxious to get his goods to market 
at the lowest possible cost. 
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Regular sailings of the Great Lakes Transit Corpora- 
tion’s fleet of fast freighters, between Lake Erie, Lake 
Superior and Lake Michigan ports, will continue until 
the last sailings which are now expected to occur on 
November 30th. The weather may be mild or it may 
be cold, in either event 
shippers making use of this 
water link in transporta- 
tion may rest assured that 
shipments are safely and 
— stowed and han- 
dle Years of experience 
have madeG.L.T.C. Service 
safe, dependable and of the 


greatest value to shippers. 
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“Community Standards.” An address on behalf of the Red 
‘Cross will be made by General Allison Owen. 


C. B. Bee, rate expert, Oklahoma Corporation Commission, 
spoke on regulatory procedure at a luncheon meeting of the 
Oklahoma City Transportation Club, at the Huckins Hotel, 
October 21. 


In the announcement of the election of officers of the 
Women’s Traffic Club of Philadelphia printed in this column 
last week it was stated, in keeping with information furnished 
the Traffic World, that Mary Doroba had been elected second 
vice-president. This was in error. Grace M. Young, who served 
the club as second vice-president last year, was reelected. 


Major-General T. Q. Ashburn, president, Inland Waterways 
Corporation, will speak at a luncheon meeting of the Birming- 
ham Traffic and Transportation Club at the Tutwiler Hotel 
October 29. 


Personal Notes 


George Stuart Patterson, a former general solicitor of the 
Pennsylvania Railroad, a position he left in 1919 to devote him- 
self to the cotton and banking businesses, was elected a direc- 
tor of that railroad, October 23, to succeed W. W. Atterbury, 
who died. 

Earle C. Webster, special representative of the executive 
vice-president, Union Pacific, will become manager of the dining 
car and hotel department of that system November 1, when 
Frank E. Lewis, who has held that position for 20 years, will 
retire because of ill health. 

W. C. Harban has been appointed freight traffic manager for 
the New York and Cuba Mail Steamship Company at New York. 

P. J. O’Connor has been appointed general freight agent 
for the Universal Carloading and Distributing Company at New 
York. 

T. V. O’Connor, formerly chairman of the United States 
Shipping Board, died at his home in Buffalo, N. Y., October 17. 

Emil Lederer, arbiter for the Trans-Atlantic Steamship Con- 
ference in New York and a former member of the board of the 
Hamburg-American Line, died in Vienna October 17. 

Kinsey N. Merritt, assistant traffic manager, Railway Ex- 
.press Agency, New York, has been appointed assistant general 
manager, department of public relations, New York. O. G@. Swen- 
son has been appointed to succeed Mr. Merritt as assistant 
traffic manager. 

C. W. Bridges has been appointed general freight agent in 
charge of traffic matters and solicitation for the Waco, Beau- 
mont, Trinity and Sabine Railway, at Trinity, Tex. 

E. F. Stecher, general traffic manager, Stewart Warner Cor- 
poration, appeared before the rates and tariffs committee of the 
American Trucking Associations, Inc., at Chicago last week. The 
name appeared in the Traffic World, October 19, p. 663, as A. S. 
Deckert, general traffic manager, Stewart Warner Company. 

Otto F. Meltzer, city ticket agent, C. M. St. P. & P., at Mil- 
waukee, was elected president of the American Association of 
Railroad Ticket Agents at a meeting in St. Louis October 22. 
Edward R. Hutton, city ticket agent, New York Central, Chicago, 
was elected secretary-treasurer. 

J. C. Law has been appointed traveling freight agent for 
the Wabash Railway at Toronto, Canada. 

Henry Herbermann, executive vice-president and former 
president of the Export Steamship Corporation, died in New 
York October 23. 


GARTNER ARTICLE TO BE DOCUMENTED 


An article by Karl Knox Gartner entitled “Is the Commis- 
sion’s Rate-Making Power an Unconstitutional Delegation of 
Legislative (Power?” will appear in the November issue of the 
George Washington Law Journal. It will be along the lines of 
Mr. Gartner’s “Is Fixing of Rates by Commission Unconstitu- 
tional?” printed in The Traffic World, October 12, p. 585, but 
will be fully documented as .to the points of law advanced. 
There have been several requests for citations since the ap- 
pearance of the article mentioned in these columns. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Questions and Answers 


N this column will be answered questions of both legal and practicy 
nature that confront persons dealing with traffic. A specialist on inte. 
state commerce law, who is a member of our legal department, will giy 
his opinion in answer to any simple question relating to the law of interstaty 
transportation of freight. A traffic man of long experience and wide know). 
édge will answer questions relating to practical traffic problems. We do ny 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves, 
situation too complex for the kind of investigation herein contemplated. If, 
more comprehensive answer to a question is desired than is thought prone for 
this column, the department will answer it by letter for a reasonable charge, 
No attention will be paid to anonymous communications or question 


from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Liability of Carrier for Concealed Loss or Damage 


Tennessee.—Question: A shipment is delivered to the con 
signee and the carrier receivs clear receipted lading. The con- 
signee later files a claim against the shipper for concealed 
shortage. The shipper has the packing agent file an affidavit 
that complete shipment was packed in the package. The con. 
signee files an affidavit stating that the shipment was received 
short, he also states the shipment was received in good order 
showing no signs of being tampered with. Should the carrier 
pay for this shortage? 

Answer: From a legal standpoint, claims for concealed loss 
or damage are as valid as any other claims; the only difference 
is that in case of concealed loss or damage it is more diff- 
cult to establish the proof necessary to prosecute the claim. 
In order to recover the value of goods lost or damaged under 
circumstances which bring the case within the category of 
concealed loss or damage, the plaintiff must prove by a pre 
ponderance of evidence that the loss or damage occurred while 
the goods were in the carrier’s possession. 

If the shipper sustains the burden of proof resting upon 
him of showing delivery to the carrier in good condition and 
of proof that the damage did not occur while the shipment 
was in the hands of the drayman or in the consignee’s ware- 
house, recovery may be had, unless the carrier can show that 
the damage resulted from a cause for the consequences of 
which it is not liable. See the following cases relating to con- 
cealed loss or damage, which indicate what evidence is essen- 
tial to a recovery in such cases: Shore vs. N. Y. N. H. & H. 
R. R. Co., 121 Atl. 345; John Deere Plow Co. vs. American Ex- 
press Co., 223 S. W. 488; Canfield vs. B. & O., 75 N. Y. 144; 
Hirsch vs. Hudson River Line, 57 N. Y. S. 272; Baer vs. N. Y. 
C. & H. R. R., 144 N. Y. S. 682; Silverman vs. C. C. C. & St. 
L., 157 N. Y. S. 876; Wallers vs. N. Y. C: & H. R. R. Co., 166 
N. Y. S. 1083. 


Routing and Misrouting—Conflict Between Rate and Route 
in Bill of Lading 


Virginia—Question: Referring to your answer to Virginia 
on page 321 of The Traffic World of August 24, under the above 
caption. 

The case you cite does not seem to fit ours as our Dill 
of lading did not show the delivering carrier, but simply showed 
St. Paul-C. C. & O.. which would have been the direct and com- 
plete route if the bill of lading had carried the correct desti- 
nation, that is, Point B. In other words, there does not seem 
to be a conflict between the route and rate. As we see it there 
is only a conflict between the rate and destination, there be- 
ing no such published rate as shown in the bill of lading that 
would apply via any route to bill of lading destination, or 
point C. 

Will you please advise if there are any decisions which 
place liability on carriers to call shippers’ attention to bill of 
lading discrepancies of this kind? 

Answer: We have not found that there has been before the 
Commission a case involving a set of facts wholly similar to 
that here involved. The Commission has stated on more than 
one occasion, however, that the obligation lawfully rests upon 
the carrier’s agent to refrain from executing a bill of lading 
which contains provisions that can not lawfully be complied 
with or provisions which are contradictory and therefore im- 
possible of execution. See J. S. H. Clark Lumber Co. vs. A. B. 
& A. Ry. Co., 102 I. C. C. 252; Dixie Portland Cement Co. VS. 
Director-General, 83 I. C. C. 417. 

The bill of lading form, of course, provides opportunity for 
a cosignor to supply additional instructions besides the desti- 
nation; opportunity is given for the furnishing of instructions 
as to the delivering carrier desired, which, in the present in- 
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stance, was the C. C. & O. Instructions were not, as we un- 
derstand it, inserted on that part of the bill of lading provid- 
ing opportunity for consignor to disclose the delivering carrier 
desired, and, consequently, the billing, as we see it, does not 
disclose any indication of the carrier’s agent relative to pos- 
sibilities of error in shipper’s billing. On the route line in 
the bill of lading the shipper inserted instructions to route St. 
Paul-C. C. & O., but that does not constitute complete routing, 
and here, we believe, may only be accepted as indicating ship- 
per’s desire that shipment be handled via St. Paul and the 
Cc. C. & O. 

The bill of lading instructions so far may be accepted as 
disclosing the shipper’s desire that the shipment to Point C, 
the erroneous destination, move via a route consistent with 
giving the C. C. & O. a haul beyond St. Paul. 

The bill of lading instructions went further, however, and 
gave instructions, as we view it, indicative of the shipper’s de- 
sire that the shipment not only be routed to the billed destina- 
tion via a route embracing the C. C. & O. therein, but, it would 
seem, indicated a shipper’s intention that the shipment also be 
so routed as to protect the rate specified in the instructions. 
This rate was the correct rate to the intended destination, 
Point B on the C. C. & O., but was not applicable via any route 
to the billed destination, Point C. 

The question, therefore, seems to be what significance may 
be attached to the insertion of the rate in the bill of lading. In 
Cayuga Operating Co. vs. Director-General, 74 I. C. C. 676, the 
Commission had before it a case where the insertion of a rate 
in the bill of lading was involved. The shipment there orig- 
inated at a local station on the Lehigh Valley; the shipper 
specified New York Central delivery, and “in the body of the 
bill of lading, but not in the space provided for specifying the 
rate,” inserted the notation “Freight $1.80 per ton.” The ship- 
ment moved over the Lehigh Valley to Weedsport, N. Y., and 
thence via New York Central to destination, and charges were 
assessed on basis of the applicable rate of nine cents per hun- 
dred pounds, the equivalent of $1.80 per ton. Contempora- 
neously there was in effect a rate of $1.30 applicable via the 
Lehigh Valley direct, including delivery on the N. Y. C. at 
destination, the Lehigh Valley absorbing the New York Central 
switching charges. 

The Commission there held that ‘the insertion of a rate 
in the bill of lading by the shipper was equivalent to instruct- 
ing the defendant to forward the shipment via the route over 
which that rate applied, such routing not being inconsistent 
with the instructions for the New York Central delivery.” 

If that be sound, then it would appear that in the instant 
case the shipper’s instructions might be construed as having re- 
quested routing to the billed destination via a route consistent with 
giving the C. C. & O. a haul and at the same time protecting 
a rate as inserted, which rate was not applicable to the billed 
destination via St. Paul or any other route, that is, the instruc- 
tions might be construed as being in conflict and impossible of 
compliance, and coming within the scope of such cases as cited 
in the first paragraph. See, also, Standard Lumber Co. vs. A. 
C. L. R. R., 168 I. C. C. 172, and Atlantic Marble & Tile Co. vs. 
Union Traction Co., 168 I. C. C. 799, wherein the Commission 
discusses the relative responsibility for misrouting. 


Routing and Misrouting 


Indiana.—Question: Kindly let us know if a shipper has 
any recourse in the following instance: 

Carrier “A” quoted a rate to a shipping point and later ac- 
cepted a shipment, marking bill of lading with rate quoted. 
Shipment was routed by us complete to destination. On arrival 
at destination the rate was set up and carrier “A” has returned 
our claim, informing us they have no through rates via any 
route on less-than-carload shipments. Carrier “B” is able to 
protect the rate quoted by carrier “A” via another route. Is 
not carrier “A” responsible for quoting a rate that they later 
were forced to revoke and admit they had no through rates via 
any route? 

Answer: Under the decisions of the Commission in Brownell 
Improvement Co. vs. B. & O. C. T. R. R. Co., 85 I. C. C. 461, 
where both a rate and route are shown in the bill of lading and 
the rate does not apply via the route specified, the carrier’s 
agent should obtain instructions from the shipper as to whether 
the rate or route designated in the bill of lading should be fol- 
lowed, the carrier being liable for any damages resulting from 
the failure of its agent to do so. 

However, under the decision in McLean Lumber Co. vs. L. 
& N. R. R. Co., 22 I. C. C. 349, the Commission holds that its 
views as expressed in Conference Ruling No. 474-C, which are 
the basis of its decision in the case above cited, have reference 
to a situation in which the initial carrier has a discretion or con- 
trol in the matter of routing; that it is not necessary for the 
carrier to which the shipment is tendered to ascertain whether 
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a competing line can carry the shipment at a less rate, and jp 
that event turn the shipment over to that line. 

Under the facts in the McLean Lumber case a shipment 
consigned to Philadelphia, Pa., was covered by a bill of lading 
showing routing by “Star Union Line, Philadelphia & Reading 
P. E. & N. A.,” and a rate of 29 cents, which rate had beg, 
quoted the shipper by the L. & N. Both the L. & N., on whoge 
line the shipment originated, and the Southern Railway had g 
rate of 31 cents on lumber from North Birmingham to Phj. 
adelphia. Via the Southern Railway that rate was applicable 
on hardwood lumber, but not via the L. & N. The rate of 3 
cents, therefore, did not apply via the L. & N. as initial cap 
rier and it was necessary to apply a combination rate of 37 
cents. In its decision the Commission held that as the shipper 
had delivered the shipment to the L. & N. that carrier was not 
obligated to deliver it to a competitor merely for the purpose 
of giving the shipper the benefit of a lower rate applicable vig 
that line and that the L. & N. could not be held liable for 
misrouting. 

The decision in the McLean Lumber case is, in our opinion, 
applicable to the shipment which is the subject of your com. 
munication. 



























































Tariff Interpretation—Rating in Exception Sheet Inapplicable 
Unless Rate Tariff Establishes Rates for Rating Described 
in Exception Sheet. 


Massachusetts.—Question: Will you kindly give us you 
opinion as to the following, both as to the proper rate to apply 
and whether the situation would be considered a straight over. 
charge or reparation claim: 

In the Eastern Class Rate Investigation, 164 I. C. C. 314 
and 171 I. C. C. 481, the Commission prescribed an increased 
number of classes based on percentages of the Ist class rate, 
In some instances the carriers’ tariffs were not amended to in- 
clude these additional classes. 

If a shipment was forwarded that was properly subject to 
column 37% rates, as per the carrier’s exceptions to the classi- 
fication, but the class rate tariff applicable had not been 
amended to include the additional class rate columns, in accord- 
ance with the above decision, what would be the proper rate 
to apply? 

If charges were collected based on a rate higher than 37% © 
per cent of the 1st class rate would this be considered a straight 
overcharge or would the question of excess charges have to 
be handled through reparation channels? 

Answer: In our opinion, the publication of a lower rating 
in the Classification Exceptions than is provided for in the 
classification proper is of no force and effect unless the tariff 
governed by the Classification Exceptions provides rates on 
the class which corresponds to the rating published in the Clas- 
sification Exceptions. 


We are unable to locate decisions specifically in point, but it 
is our opinion that the principle of the decision of the Interstate 
Commerce Commission in Swift & Co. ys. T. & P., 88 I. C. ¢, 
610, is applicable to the facts in the present instance. See, also, 
Maxwell’s Sons Commission Co. vs. St. L.-S. F. Ry. Co., 128 
I. C. C. 725. 


A claim for overcharge exists only where a charge in ex- 
ceess of the legally published tariff rate has been assessed on a 
shipment. In the absence of a tariff charge it is a matter for 
the Commission to determine what would have been a reason- 
able charge. See the Commission’s decision in Stein Potato 
Company vs. Northern Pacific Railwey Company, 144 I. C. C. 
123, in which the Commission said: 


The tariff above referred to did not provide any charge for the 
service here considered, nor have we been able to locate any tariff 
on file with us that provided a charge therefor. Thus the conclusion 
is unavoidable that, by the carriage of traffic in respect of which no 
rate has been published and filed, defendant unlawfully engaged in 
interstate transportation; but, as announced in Memphis Freight 
Bureau vs. K. C. S. Ry. Co., 17 I. C. C. 90, and followed in many 
other decisions, including Berg Industrial Alcohol Co. vs, Reading 
Co., 142 I. C. C. 161, decided April 17, 1928, where a transportation 
service has been rendered, for which no tariff authority whatever 
exists, and where the shipper has paid the sum claimed by the car- 
rier for the service, the Commission has jurisdiction to determine 
the reasonable charge for the service. 


Routing and Misrouting—Duty of Carrier Where Bill of Lading 
Contains Notation for Stop in Transit for Partial Unloading 


lowa.—Question: Can you give me reference to any deci- 
sion by the Interstate Commerce Commission or by the courts 
covering liability of carrier for failure to carry out bill of lading 
provisions? That is to say, is carrier obliged to either correct 
the bill of lading route so that the instructions as to stoppils 
in transit to partially unload included in the bill of lading cat 
be accomplished or are they required to advise shipper upon 
receipt of shipment that stop cannot be accomplished via the 
route specified and request information from the shipper as to 











PRECISION TRANSPORTATION. 





SCORES AGAIN 


ACH month Precision Transportation — the 
merchandise freight service of the Norfolk and 
Western Railway, operating between the Midwest 
and the Virginias and Carolinas and between the 
North and South — “scores again’, in setting en- 
viable records for speed, dependability and economy. 
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whether .the bill of lading routing is to be observed and the 
stop ignored, or such correction in routing so that provisions of 
the bill of lading can be carried out? 

Answer: In Gibson Fruit Co. vs. Chicago & N. W. Ry. Co., 
21 I. C. C. 644, the Commission held that where the reconsign- 
ment order given by the shipper put the carrier upon notice 
that the shipper desired to secure the benefit of a joint through 
rate named in the order, but specified a route over which the 
rate did not apply, it was the agent’s duty to ascertain from 
the shipper whether the shipment should be forwarded via the 
route named in the shipping instructions or via the route over 
which the rate named in said instructions was applicable and 
that the carrier was responsible for any increase in charges 
which resulted from failure of the agent to follow this course. 

If, however, there is no route over which the joint through 
rate applies and via which route stopping in transit is per- 
mitted on the basis of the joint through rate, it is our opinion 
that the principle of the Commission’s decision in Apperson 
Brothers’ Automobile Co. vs. Lake Erie & Western R. Co., 81 
I. C. C. 392, is applicable. In this case the Commission holds 
that the combination rate is applicable where a shipper was 
erroneously informed that a stop in transit was permissible un- 
der a specific tariff, that irrespective of the rate quoted, the 
legal rate must be paid by the shipper and collected by the 
carrier. 

Even though the route, the joint through rate and the no- 
tation to stop the shipment in transit for partial unloading were 
all shown in the bill of lading, if it is a fact that there is no 
route over which the joint through rate applies if the shipment 
is stopped in transit to partially unload, the failure of the car- 
rier to advise the shipper to this effect is, in our opinion, the 
equivalent of a misquotation of a rate by the carrier. See 
Fisher & Co. vs. Cleveland, C. C. & St. L. Ry. Co., 178 I. C. C. 
737, the principle of which case is, in our opinion, applicable 
to the facts in the instant case. 


It appears that there was no conflict in the bill of lading 
instructions in the instant case, because, in the absence of a 
rate in the bill of lading, there was nothing to charge the car- 
rier with notice that the stop-off privilege was desired on the 
basis of the joint through rate. In the absence of such notice 
the carrier was justified in assuming that the transit privilege 
was desired on the basis of the rate which was applicable via 
the route speciffed in the bill of lading, i. e., the combination 
rate. . 





Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


ees Saree Lake, N. D.—U. S. Court Rooms—Examiner T. F. 
ulllvan: 

Finance No. 10903—Application of Great Northern Railway Co. for 
a certificate of public convenience and necessity permitting 
abandonment of line between St. John and the International 
boundary, Rolette county, N. D. 

Finance No. 10904—Application of Great Northern Railway Co. for 
a certincate of public convenience and necessity permitting 
abandonment of line between Walhalla and International Bound- 
ary, in Pembinz and Cavalier counties, N. D 


October 28—New York, N. Y.—Hotel Pennsylvania—Examiner Fuller: 
26938—Amend Hardware Corp. vs. W. S. et al. 
26947—.Landers, Frary & Clark vs. N. Y. N. H. & H. et al. 
26962—Peck, Stow & Wilcox Co. vs. W. S. et al 
we lumbia Machine Works & Malleable Iron Co. vs. D. & H. 
ry ‘ 


October 28—Chicago—Sherman Hotel—Examiner Worthington: 
24847—Chicago Livestock Exchange vs. A. T. & S. F. et al. 


October 28—Washington, D. C.—Examiner Mattingly: 
27070—Coal to lower lake and St. Lawrence River ports. 
1. & S. 4117 and 1st sup. order—Coal to Lake Erie ports (lake cargo). 
October 298—Washington, D. C.—Examiner W. M. C. Cheseldine: 
Fourth Section Application 16021—Newsprint paper to Syracuse, N. 
Y.—Filed by W. S. Curlett. 


October 29—Washington, D. C.—Examiner Rogers: 
24060—A. Johnston Grand Chief Engineer of Brotherhood of Loco- 
motive Engineers et al. vs. A. C. L. et al. (further hearing). 


October 29—Washington, D. C.—Examiners Lawton and McDaniel: 
— Section Application 15953—Newsprint paper from Ottawa, 
n 


October 29—Fort Worth, Tex.—Hotel Texas—Examiner Hosmer: 
* I. and S. No. 4147—Soya bean meal from Illinois to the Pacific Coast. 


October 30—Atlanta, Ga.—Hotel Biltmore—Examiner Molster: 
Finance 10896—Application Southern Railway Co. for permission to 
abandon a line of railroad extending from a point 1.5 miles south 
of Roseland to Williamson, Ga. 
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October 30—Oakes, N. Dak.—City Hall—Examiner T. F. Sullivan: 

Finance 10842—Application C. M. St. P. & P. R. R. for a Certifica,, 

of ‘public convenience and necessity permitting abandonment of 
line, between Brampton and Cogswell, Sargent County, N. D, 


Ontepee 31—Philadelphia, Pa.—Chamber of Commerce—Examin, 


er: 
22907—Illinois Silica Sand Traffic Bureau vs. A, C. & Y. et al, 
— yy Sub, No, 1—Pennsylvania Glass Sand Corp. vs. A. ©, 4 
- et al. 
26687—Virginia Glass Sand Corp. vs. A. C. & Y. et al. 


October 31—Houston, Tex.—Hotel Ben Milan—Examiner Hosmer: 
1. & S. 4133—Export and Coastwise Cotton—Texas to New Orleay 
— i—Grand Rapids, Mich.—U. S. Court Rooms—Examing 
rezise: 
27095—O. & W. Thum Co. vs. Canadian National et al. 


November 1—St. Paul, Minn.—St. Paul Hotel—Examiner Disque: 
27123—-Griggs, Cooper & Co. vs. C. M. St. P. & P. et al. 


November 1—Washington, D. C.—Examiner H. C. Lawton: 
Fourth Section Application No. 15964—Grain and grain products 
T. L. and New England territories. 


November 2—Spencer, Ia.—Federal Bldg.—Examiner T. F. Sullivap: 
Finance No. 10909—Application receivers of Minneapolis & St. Louis 
Railroad Co. for a certificate of public convenience and necessity 
ccc abandonment of line between Spencer and Storm Lake, 
a. 
November 2—Savannah, Ga.—U. S. Court Rooms—Examiner Molster: 
Finance 10886—Application of Sylvania Railway Co. for authority 
to lease the properties of the Sylvania Central Railway Co. 
Finance 10888—Application of Sylvania Central Railway Co. fo 
authority to issue capital stock. 


November 4—Billings, Mont.—Federal Bldg.—Examiner Disque: 
26871—Independent Refining Co. et al. vs. C. B. & Q. et aly 


November 4—Milwaukee, Wis.—Hotel Wisconsin—Examiner Trezise: 
27094—-Line Material Co. vs.’ A. C. & Y. et al. 

November 4—New Orleans, La.—St. Charles Hotel—Examiner Hos. 
mer: 
1. & S. 4096, and Ist and 2nd supplemental orders—Sugar from Gulf 

port groups to northern points. 

27004—-Godchaux Sugars, Inc., et al. vs. A. & W. et al. 
27137—National Sugar Refining Co. of New Jersey vs. A. & R. et al. 


November 4—Sebring, Fla.—Court House—Examiner Molster: 
Finance 10922—Application Legh R. Powell and Henry W. Ander- 
son, receivers, Seaboard Air Line Railway Co. for authority to 
construct a line of railroad in Highlands County, Fla. 
November 5—Algona, Ia.—Hotel Algona—Examiner Sullivan: 
Finance No 10911—Application of receivers of Minneapolis & St. 
Louis Railroad Co. for a certificate of public convenience and 
oo es abandonment of line between Algona and 
orwith, Ia. 


November 5—Milwaukee, Wis.—Hotel Wisconsin—Examiner Trezise: 
27066—Waupun Oil Co. et al. vs. A. & S. et al. 


November 6—Washington, D. C.—Argument: 
22476—H. B. Smith Co. vs. N. Y. N. H. & H. et al. 
1. & S. 4119—Jefferson City and North Jefferson, Mo., rates. 


November 7—Sumter, S. C.—Claremont Hotel.—Examiner Molster: 

Finance 10859—Application of Southern Railway et al. for permis- 

sion to abandon a line of railroad extending from Sumter to 
Sumter Junction, S. C. 


November 7—Washington, D. C.—Examiner C. K. Glover: 
Fourth Section Applications 15755, 15756 and 15757—Coal and coal 
briquettes in the south—Filed by J. E. Tilford and J. P. Blanton. 


November 7—Fort Dodge, Ia.—Federal _Bldg.—Examiner T. F. Sulli- 
van: 

Finance No. 10907—Application receivers of Minneapolis & St. Louis 
Railroad Co. for a certificate of public convenience and necessity 
—_ abandonment of line between Angus and Kalo Junc- 
tion, Ia. > 


November 7—Pittsburgh, Pa.—Federal Bldg.—Examiner Snider: _ 
* 1, & S. No. 4144—Motor fuel anti-knock compound to Texas points. 


November 7—Helena, Mont.—U. S. Court Rooms—Examiner Disque: 
23640—Rates on petroleum and petroleum products within the 
state of Montana. (Further hearing). 
27178—Emergency freight charges within Montana. 
November 8—Washington, D. C.—Argument: 
1. & S. 4065 and ist supp. order—Lime from, to and between eastern 
trunk line points. 
25589—Ohio Lime Manufacturers et al. vs. Pennsylvania et al. 
Fourth section application 15733—Lime in trunk line and central 
territories. 
November 8—St. Paul, Minn.—St. Paul Hotel—Examiner Trezise: 
* 27015—Emergency freight charges in Minnesota. (Further hearing.) 


November 8—New Orleans, La.—St. Charles Hotel—Examiner Hos- 
mer: ‘ 
Fourth Section Application 16002—Iron and steel to Corpus Christi, 
Tex.—Filed by F. A. Leland. 
November 9—Grinnell, Ia.—Federal Bldg.—Examiner T. F. Sullivan: 
Finance No. 10908—Application of receivers of Minneapolis & St. 
Louis Railroad Co. for a certificate of public convenience and 
necessity permitting abandonment of line between G. & M. junc- 
tion and Montezuma, Ia. 
November 11—Beaufort, N. 
Molster: . 
Finance 10934—Application of Morris S. Hawkins and L. H. Wind- 
holz, receivers of Norfolk Southern Railroad Co. for permission to 
abandon the line of that company between Morehead City and 
Beaufort, N. C 
November 11—Duluth, Minn.—Duluth Hotel—Examiner Trezise: 
1. & S. 4148—Dairy products from W. T. L. to official territory. 


November 11—Cincinnati, O.—Netherland Plaza—Examiner Snider: 
27034—Procter & Gamble Distributing Co. vs. A. T. & S. F. et al. 
November 11—Grinnell, Ia.—Federal Bldg.—Examiner T. F. Sullivan: 
Finance No. 10910—Application of receivers of Minneapolis & St. 
Louis Railroad Co. for a certificate of public convenience and 
necessity permitting abandonment of line between Newburg an 
Van Cleve, Ia. 





C.—County Court House—Examiner 
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IMPORTANT 
EVENTS.. 


THE AMERICAN ASSOCIATION 


OF 


PORT AUTHORITIES 


TWENTY-FOURTH ANNUAL CONVENTION 
NOVEMBER 1ith to 13th 


AT 


HOUSTON 


THE TWENTY-SECOND NATIONAL 
FOREIGN TRADE CONVENTION 
NOVEMBER 18th to 20th 


A cordial invitation is extended to you to attend 
these conventions and participate in the discus- 


sions and entertainment. 


J. RUSSELL WAIT 


Director of the Port 
President, The American Ass’n of Port Authorities 


QUAKER LINE 


and 


CALIFORNIA EASTERN LINE 


Coast to Coast Services 
Albany, New York, Philadelphia, Baltimore, Norfolk, 
Newport News, Savannah, Jacksonville, Cristobal 
and 


San Diego, Los Angeles, San Francisco, Oakland, Stockton, Sacramento, 
Portland, Seattle and T. 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 


Albany—D & H Building Chicago—327 S. LaSalle St. 
Philadelphie—The Bourse h—Gulf Bidg. 
Norfolk—111 E. Plume Street 
Baltimore—Keyser Building Savannah—Cotton Exchange 
Boston—33 Broad Street Jacksonville—P. O. Box 1866 
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It doesn’t matter what you wish to ship or 
order, Railway Express will rush it at pas- 
senger train speed. Prompt pick-up and 
delivery service in all important cities and 
towns. Low rates. For service or information 
telephone the nearest Railway Express office. 
ON THE AIR 
TUNE IN on the RAILWAY EXPRESS NEWS PARADE 


Every week fromthe following stations 


Boston, WEEI ¢ New York, WOR « Cleveland, WHK 

e Chicago, WLS * St. Louis, KWK « New Orleans, 

WDSU « Dallas, WFAA « Atlanta, WGST « San 

Francisco, KYA « Los Angeles, KNX « Seattle, KOMO 

Minneapolis-St. Paul, KSTP « Baltimore, WBAL 
Omaha, KOIL 


Watch for local announcements 


RAILWAY 
EXPRESS 


AGENCY, INC. 


NATION-WIDE RAIL-AIR SERVICE 
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Merchandise Storage | 
Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


:CROOKS TERMINAL WAREHOUSES: 
4 3 Storage and Distributing of Merchandise of Every Description : 
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PUT 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer to Keene & Ames 


Formerly Atterney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St, 
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SELECTED INCOME ITEMS 


. 


The Commission’s monthly statement on selected income 
and balance sheet items of Class I carriers prepared from ro. 


ports to the Bureau of Statistics shows a deficit in net incom 
for the eight months ended with August of $80,292,512, as cop. 
pared with $32,724,356 in the corresponding period of 1934. The 
deficit for August alone was $2,267,477 as compared with $2, 


827,109 in August, 1934. 


The compilation for the eight months 


ended with August and for the corresponding period last year 


follows: 


Income Items 
Net railway operating 
Other income 


income $ 


income 
deductions 


Total 
Miscellaneous 
come 
Income available 
Fixed charges: 
6-01. Rent for leased roads 
6-02. Interest deductions 
6-03. Other deductions 


from 


for fixed charges. 


Total fixed charges $ 
after fixed charges 
charges 


6-04. 
Income 
Contingent 


Net income$ $ 
Depreciation and retirements $ 
Federal income taxes $ 
Dividend appropriations: 

12-01. On common stock 
12-02. On preferred stock 


Selected Asset Items 
Investments in stocks, bonds, etce., 
other than those of affiliated com- 
panies (Total, Account 707) ......$ 
Cash 
Demand loans and deposits 
Time drafts and deposits 
Special deposits 
. Loans and bills receivable 
Traffic and car-service balances 
ceivable 
Net balance receivable from 
and conductors 
Miscellaneous accounts 
Materials and supplies 
Interest and dividends 
Rents’ receivable 
Other current assets 


re- 
agents 
receivable... 


receivable 


_ Total current assets (items 14 to 


Selected Liability Items 
Funded debt maturing within 
months? $ 
Loans and bills payablet 
Traffic and car-service balances paya- 
ble 
Audited accounts and wages payable 
Miscellaneous accounts payable 
Interest matured unpaid 
Dividends matured unpaid 
Funded debt matured unpaid 
Unmatured dividends declared 
Unmatured interest accrued 
Unmatured rents accrued 
Other current liabilities 


Total current liabilities (items 28 

to 38) 

Tax liability 

40-01. U. 

40-02. Other than U. 
ment taxes 


§August, 1935, 


(Account 771): 


S. Govern- 


For 


263,738,344 
104,531,265 


the eight months of 
935 1934 


$ 302,872,278 
116,532,964 





S. Government taxes ...$ 


income as reported was 


$ 368,269,609 


11,577,654 
356,691,955 


88,610,038 
338,559,439 
1,794,236 


428,964,613 


72,272,658* 
8,019,854 


80,292,512* 
128,931,662 
10,602,154 


53,049,573 
11,615,908 

Balance at 
1935 


735,865,124 
372,128,009 
14,673,088 
30,104,981 
52,287,595 
4,086,330 


50,536,022 


43,926,034 
132,781,672 
293,166,326 

34,546,111 

2,756,564 
4,264,973 


$1,035,257,705 


Balance at 
1935 


185,967,924 
343,799,984 


67,051,090 
205,582,085 
53,713,666 
370,962,889 
9,485,343 
313,848,643 
14,483,078 
109,547,525 
33,540,595 
17,441,997 


$1,539, 456,895 


33,757,986 
157,110,201 


increased by 


$ 419,405,249 


$13,902,213 
405,503,029 


89,022,203 
339,221 596 
1,964,188 

$ 430,207,987 
$ 24, 704, 958* 
$ 8, 019, 398 


$ 32,724,356 
$ 127,242,356¢ 
10,802,309 


65,550,052 

13,082,675 
end of August 

1934 


7,517,081 
0, 867,499 
0,177,869 
43,931,757 
47,828,549 
6,215,928 


49,535,961 


42,813,886 
146,796,943 
310,332,740 

43,113,039 

3,390,236 
4,080,437 


$1,039,084, 844 
end of August 
1934 


$ 77,501,887 
297,664,436 


65,929,571 


9,491,844 
273,661,098 
14/483,124 
111,020,011 
32,692,819 
17,096,351 


$1,363, 282,280 
$ 35,022,718 
159,162,497 


credits to 


operating expenses on account of reversal charges previously made for 
liability under Railroad Retirement Act. These credits for August, 
1935, amounted to $419,495 and for the eight months ended with 
August, 1935, the net credit is $6,967,423. 

+Includes payments which will become due on account of prin- 
cipal of long-term debt (other than that in Account 764, Funded debt 
matured unpaid) within 6 months after close of month of report. 

tIncludes obligations which mature not more than 2 years after 
date of issue. 

*Deficit. 
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